


XUM 


October 30, 1953 


A Journal of Management, Engineering and Operation 
INCORPORATING 


i Railway Engineer - TRANSPORT - Obe Railway Retwg 
Che RnilwapTimes - 
} FRAILWAYS . 


Herapath's 


Railway * RAILWAY RECORD. 


+ up tS Ory 


33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1. 


Jou 
ESTABLISHED a5 


tLLUSTRATBO 





Telephone : WHItehall 9233 (12 lines). Telegrams: “* Trazette, Parl, London”’ 
BRANCH OFFICES 

GLASGOW: 87, Union Street j P Central 4646 

NEWCASTLE-ON-TYNE: 21, Mosley Street . Newcastle-on-Tyne 22239 

MANCHESTER: Century House, St. Peter’s Square . Central 3101 


BIRMINGHAM: 90, Hagley Road, Edgbaston . 
LEEDS: 70, Albion Street 

BRISTOL: 8, Upper Berkeley Place, Clifton Bristol 21930 
Annually £4 10s. by post. Single copies, Two shiilings. 
Registered at the G.P.O. as a newspaper. Entered as second-class matter in U.S.A. 


. Edgbaston 2466 
Leeds 27174 


Vol. 99} FRIDAY, OCTOBER 30, 1953 [No. 18 
CONTENTS 

PAGI 
Editorial Notes .. ms f = 5 477 
An Illfounded Attack .. 3 a a 479 
Sir Archibald Boyd ‘is a ae 479 
August-September Operating Results a nS 480 
Flexibility in d.c. Locomotive Characteristics 480 
Signal Engineering in Switzerland .. My 481 
Letters to the Editor .. By ai ae 482 
The Scrap Heap .. a ae a 483 
Overseas Railway Affairs : 484 


A Mechanical Method of C alculating Railwa Ly 
Speed-Time-Distance-Consumption Data—1 485 


Fifty-Cycle Traction on German Industrial 
Railway = = yy ar ne 489 
Electrification in Turkey at is ae 490 
Hydraulic Re-Railing Equipment oy y 491 
Strengthening a Century-Old Viaduct .. a 493 
Personal .. es a SS 4 a 495 
News Articles .. a Zi ei a 498 
Contracts and Tenders .. as * es 501 
Notes and News .. af a = on 502 


Rolling Stock Building Prospects 
HE extent to which increased availability of steel will 
allow British Railways to overcome arrears in the 
locomotive and rolling stock building programmes was 
shown last week in the House of Commons debate on the 
British Transport Commission report for 1952. A short 
summary of the debate is given in our Parliamentary 
columns. Mr. Gurney Braithwaite, Parliamentary Secre- 
tary to the Ministry of Transport, said that with a backlog 
of some 1,500 passenger vehicles to be built, to carry 
forward at the beginning of this year, it was expected 
that 535 would have been built during the current year, 
but that by 1954 the railways were expected to build 1,500 
passenger vehicles, or, as stated by the Minister, Mr. Alan 
Lennox-Boyd, 2,783 coaching vehicles in all, including 
those by private builders. Arrears of goods vehicles at the 
start of 1953 were stated by Mr. Braithwaite to be 12,000 
giving a total of nearly 32,000 wagons with this year’s 
scheduled programme. Despite hindrances to full produc- 
tion which make likely an output for 1953 of only 13,000 
wagons, the railways expect next year to build wagons to 
their total capacity of 20,000, or 53,000 including those con- 
structed by private builders. The backlog in construction of 
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all forms of motive power at the beginning of the current 
year was 170, and the current programme 294. Hopes of 
building 233 by the end of 1953 are not likely to be 
realised and production for 1954 was predicted by the 
Minister to be 312, which is short of workshop capacity. 
Besides this, manufacturers of railway material already 
are feeling the effects of the improved steel supply situa- 
tion in being able to increase their output, which is of 
great importance to the national economy in view of over- 
seas orders for rolling stock. As regards British Railways, 
increases in rolling stock will result not only in improved 
service but in economies through removal from service of 
over-age locomotives, carriages, and wagons. This is par- 
ticularly the case with passenger stock, where the use of 
obsolete coaches, hard to clean, has caused many com- 
plaints by the travelling public. 


The Barsi Light Railway 


HE Indian Government is to take over the 2-ft. 6-in. 
gauge Barsi Light Railway on December 31. The 
Barsi Light Railway Co. Ltd. held its 59th general 
meeting in London last week, having completed the 
56th and last full working year of the company’s exist- 
ence. Mr. P. H. Maflin, the Chairman, said at the meeting 
that they might justly claim that cheap and efficient ser- 
vice had been the fundamental consideration, and that the 
management could stand comparison with that of any 
similar undertaking in India. One line of the railway 
runs north-westwards from Miraj on the metre-gauge 
line of the Southern Railway leading southwards from 
Poona, to Kurduwadi, on the broad-gauge Bombay- 
Madras main line, 133 miles; the other connects Kurdu- 
wadi with Latur, 96 miles to the east, its last 35 miles, 
the Latur Extension, being worked on behalf of the Gov- 
ernment of India as successors to the Nizam’s State Rail- 
way. The amount of capital used up to March 31 last 
has been £1,260,788, and the total net revenue earned over 
the 56 years has been £3,128,000. 


Continued Decline in East African Railway Receipts 


THe decrease in the receipts of East African Railways 
& Harbours already noted in respect of June, con- 
tinued in July, and for largely the same reasons. Rail- 
way receipts were £1,060,000 and harbour receipts 
£237,000, the corresponding figures for last year being 
£1,130,000 and £263,000 respectively. Of the £70,000 
drop in railway traffics, compared with 1952, some 
£60,000 is attributable to a decline in goods traffic the 
main causes of which are the same as were mentioned 
last month, the emergency in Kenya and drought, par- 
ticularly in Tanganyika. There also has been a change in 
the nature of imports to the Belgian Congo through 
Dar es Salaam from high- to low-rated traffic. A decrease 
of £6,000 in passenger takings was caused mainly by the 
restricted movement of the Kikuyu. Aggregate railway 
revenue figures for the seven months January to July 
show a decrease of £81,000 compared with the same 
period of last year. This decline in traffic receipts is one 
of the factors prompting the Transport Advisory Council 
of the East Africa High Commission to predict the 
necessity for an increase in rates, though this should be 
deferred for the time being. 


Mineral Traffic on the Eastern Railway of India 


F the abundant mineral wealth in the area served by 
the Eastern Railway of India, comprising the former 
Bengal Nagpur and parts of the East Indian and Bengal 
Assam Railways, coal, iron, manganese, bauxite, and 
mica play an important part in the national economy. 
With coal traffic the problem is to transport daily about 
3,500 wagonloads with a degree of regularity and in keep- 
ing with varying demands of different industries; wagons 
are loaded in over 600 sidings and by about 1,050 con- 
signers. Next in importance is iron ore, Last year 
over 400 wagons were used daily to carry iron ore. This 
improvement on the 1951 figure of 354 wagons, is largely 
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responsible for the increased production of finished iron 
and steel. The Eastern Railway moves most of the 
Indian production of manganese ore; almost all the man- 
ganese mines are situated on the narrow-gauge sections, 
with considerable transhipment. Moreover, manganese 
ore is moved mostly in block rakes up to the limit capa- 
city of the lines concerned. Despite this, an increase in 
the movement of manganese ore was recorded in 1952-53. 
Bauxite and mica, however, are transported in relatively 
small quantities. Impending increases in mineral traffic 
are resulting in doubling of certain sections, remodelling of 
yards, and other measures to increase line capacity. 


Overseas Railway Traflics 
taeda ye tcy (Chili) & Bolivia traffic receipts rose 
from £77,565 for the week ended August 7, to £130,572 
for that ended October 2, and fell to £99,851 for the follow- 
ing week, and to £74,560 for the week to October 16. The 
highest figure during the corresponding period of last year 
was £107,304, for the week ended October 11. Comparison 
with 1952 is difficult because of the incidence of holidays in 
Bolivia and Chile. There is no apparent explanation of the 
high figure for the week ended October 2 last. Throughout 
these weeks from the beginning of August the Chilean ex- 
change rate this year has ranged between pesos 345°60 and 
350-20 to the £, against pesos 335-60-378-93 last year, when 
the rate rose in mid-September; the corresponding 
boliviano rates are 538-14 this year compared with 169-61 
in 1952, constant in both cases. Peruvian Corporation gross 
receipts for September were soles 10,274,000 and bolivianos 
47,776,000, the corresponding 1952 figures being soles 
9,688,000 and bolivianos 15,428,000. The Peruvian remit- 
tance rate was about soles 46-00 to the £, against 44°00 in 
September, 1952, and the Bolivian official remittance rate 
bolivianos 537-08 for restricted amounts, compared with 
bolivianos 169°61 in September of last year. 


Mile-a-Minute Express Trains 
pustic announcements made with each fresh issue of 
the timetables as to the increasing number of runs in 
Great Britain timed at 60 m.p.h. and over from start to stop 
show that once again, as before the war, mile-a-minute travel 
is becoming recognised as a reasonable standard of speed 
over the principal main lines. Before 1939, the L.M.S.R. 
in particular was proud of its mile-a-minute runs, and many 
main line trains were speeded up by exactly the number of 
minutes needed to bring them within this limit, as witness 
the 99 min. timings over the 99-1 miles between St. Pancras 
and Leicester, and those of 123 min. schedules between St. 
Pancras and Nottingham, 123°5 miles. A correspondent has 
drawn our attention to the number of existing expresses 
which need only a minute or two off their schedules to bring 
them within the mile-a-minute range. Among them are the 
7.45 a.m. from Newcastle to Kings Cross, allowed 157 min. 
for the 156 miles from Darlington to Peterborough, and 
four up Birmingham two-hour trains, with 95 min. for the 
94 miles from Coventry to Euston; there are many others. 
In view of the publicity value of 60 m.p.h. runs, the disturb- 
ance to operating entailed by the small degree of accelera- 
tion necessary to add to their number may well be found 
worthwhile. 


Japanese Rolling Stock Exports 


XPORTS of rolling stock from Japan in the five months 
April-August totalled approximately Yen 3,780 million, 

53 per cent more than for the whole of 1952 and 26 per cent 
above the figure of Yen 3,000 million set for this year (£1 
— 1,000 Yen). Prices of Japanese-built rolling stock have 
been reduced as a result of lower steel prices, new markets 
have been developed, and manufacturers have become more 
accustomed to international tendering and are better in- 
formed about the situation of overseas railways than before. 
Japanese firms have been invited by the Indian Government 
to participate in international tendering for some 10,000 
vehicles and have lately received inquiries from Pakistan, 
Thailand, Burma, Indonesia, Formosa, Australia, Argentina, 
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Brazil, Chile, and Mexico. Export contracts during the 
April-August period include 80 steam locomotives for India 
and Thailand, 12 diesel locomotives for India, 75 third class 
coaches for Burma and Thailand, eight tank wagons for 
Thailand, 100 timber wagons for Burma, and steam loco- 
motives and spares for Chile. 


Speed/Time Calculations 


UNDAMENTALLY the determination of the best form 
of traction for a particular service depends on the 
arithmetic calculation of the time a given train will take 
to travel over a specified distance. Since both the tractive 
effort available and the tractive resistance offered by the 
train vary with train speed, the simplest approach to the 
problem involves a number of successive approximations 
(the usual method is by considering an increment of speed 
and calculating the time taken for the speed to rise by 
the assumed increment). Obviously, the greater the num- 
ber of increments chosen the greater will be the accuracy 
of the result, but providing the run to be considered is 
fairly short and the track conditions fairly straightforward, 
the work may be cut down considerably and a reasonable 
standard of accuracy maintained. The problem assumes 
alarming dimensions, however, if it is to be tackled by 
unaided arithmetic, when a run is to be considered o! 
several hundred miles, especially if the route is over 
undulating territory and includes speed restrictions. It is 
for such cases as this that mechanical aids have been intro- 
duced and the type of calculator described in this and 
succeeding issues may prove of interest to those con- 
cerned with problems of such a kind. 


Electrified German Mineral Line 


A LIGNITE mining group is constructing to the west of 

Cologne a new railway which is intended to carry 
heavy mineral trains running at 45 m.p.h. at three-minute 
intervals. It will be some 19 miles in length, double track, 
and electrified at 6,000 V. a.c., 50 cycles. The scheme, which 
was decided on in preference to the improvement and elec- 
trification of existing lines or installation of conveyor belts, 
includes some heavy civil engineering work, as will be seen 
from the description which appears elsewhere in this issue. 
Curves will be no sharper than 50 ch. and the ruling gradient 
will be | in 167. Some 30 bridges and high embankments 
and deep cuttings are necessary, and at one point a tunnel 
traversed by the Cologne-Aachen main line of the German 
Federal Railway at the point where the new line crosses is 
being opened out, The signalling will be automatic, with 
magnetic-induction type A.T.C. equipment; points will be 
remotely controlled. The rolling stock will include eight- 
axle wagons with a carrying capacity of 240 tonnes, 
specially designed for conveying waste. 


Fifty-Cycle Electrification Planned in Turkey 
THE reported decision to electrify at 50 cycles the single- 

track main line of the Turkish State Railways in 
Thrace, of which a short account is given on another page, 
was based doubtless on the success of this system of elec- 
trification on the experimental installation in the French 
Alps between Aix-les-Bains and La Roche-sur-Foron and 
also perhaps of that in the Belgian Congo between Jadot- 
ville and Tenke, where also sections are long. The line to 
be converted is the only railway link between the Bos- 
phorus and the West, whether traffic be routed direct through 
Bulgaria or round via Salonica. Most of the effort expended 
in the past—and with remarkable success—has been on 
lines in Turkey-in-Asia. It is surprising, given even the 
curves, gradients, absence of coal, and the reported plans 
for a fast electric service between Istanbul and San Stefano 
airport, that conversion of this sparsely trafficked line all 
the way from Istanbul to the Greek frontier should be 
thought worthwhile, even on 50 cycles. Some increase 
in through goods traffic may perhaps be envisaged, which, 
as suggested in last week’s issue, might be stimulated by the 
building of a Bosphorus bridge. 
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An Ilifounded Attack 


T HE debate in the House of Commons on October 21 on 

the annual report of the British Transport Commis- 
sion was marked by an extraordinary attack by Mr. Herbert 
Morrison on Mr. K. W.C. Grand, the Chief Regional Mana- 
ger of the Western Region. Mr. Morrison is a former 
Socialist Minister of Transport, but no doubt the varied 
activities which have occupied the twenty years since he 
held that office, and the tendency to sacrifice accuracy ol 
statement to gain a cheap point in debate which often 
results from long periods in opposition, may account in 
part for the poverty of thought which marked his speech. 
The same factors may also have had their bearing on the 
factual lack of knowledge he displayed of some common- 
place points of railway organisation, but they do not 
explain the peculiar absence of logic which marked this 
portion of a long and rather rambling discourse. 

Mr. Grand made a statement at Swindon which was the 

subject of editorial comment in our May 29 issue. He had 
expressed concern at the possible effect of standardisation 
on inventiveness if pushed to extremes. He thought the 
principle had grown into a fetish on British Railways until 
it was becoming difficult to recruit young designers because 
they knew that instead of producing creative work, all they 
would be called on to do to meet requirements, would be 
to take a blue print out of a drawer. Mr. Grand also said 
that competition would be welcomed because it would mean 
producing the best in locomotives and rolling stock instead 
of following a standardised practice that might be extended 
until no new blood was being brought into the railway 
industry. These misgivings are widely shared. The danger 
is not in the principle of standardisation as such, which has 
already shown economies and improvements in efficiency, 
but in the tendency to carry it to excess. In the United 
States, for example, this was found to be a danger some 
years ago. 
' Mr. Morrison, however, in making an attack upon a 
serving railway officer, who has no means of replying to 
him, chose to quote only part of Mr. Grand’s speech. 
After having welcomed as “* very wise ” a statement by Mr. 
John Elliot that railwaymen were “human beings, with 
distinctly individual preferences at times,” he went on to 
say that he did not complain of the loyalties railwaymen 
had to their old companies, although “ emotional affection 
for undertakings of a commercial character” could be a 
nuisance. He then went on to quote out of their context 
some remarks on standardisation made at Swindon in May 
by Mr. Grand, whom he described as “ an important repre- 
sentative of some of the bigger higher ups of the Great 
Western Railway.” Whatever that piece of nonsense may 
be intended to mean, it will be as incomprehensible at 
Paddington as elsewhere among railwaymen. Yet it has 
its value as demonstrating that lack of knowledge is no 
deterrent to criticism in the Commons. 

“ Standardisation is now a fetish in British Railways. I 
believe it may mean standardisation of brains. When you 
get this, it is the end of progress,’ Mr. Grand had said, 
quoted Mr. Morrison, who went on to say “ what Mr. 
Grand is pleading for is a policy of utter conservation in 
industrial administration. He is pleading for stodginess; 
he is pleading for waste and staying in a rut.” For a prime 
effort of muddled and illogical thought, this would be hard 
to beat. Is it seriously suggested, even by Mr. Morrison, 
that less standardisation entails “ stodginess” and “ stay- 
ing in a rut’? What greater example can there be of 
“ staying in a rut” than complete standardisation ?_ With- 
out on this occasion going into the argument for and 
against standardisation, the economies to be derived from 
its reasonable practice, and the dangers inherent in its over- 
development, it is at least obvious that Mr. Morrison is on 
poor ground here. . sa 

He followed with some details of the efficient operations 
of British Railways during recent years—very impressive 
figures but a complete non sequitur in an argument on 
standardisation. Apparently they were merely adduced so 
that he could add “ if gentlemen like him (Mr. Grand) had 
their wav indeed these financial results would not con- 
tinue.” No doubt Mr. Morrison wouldn’t know anything 
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about the financial results Mr. Grand and his Paddington 
colleagues were used to befofe standardisation ! It is 
fairly clear that his acquaintance with or memory of the 
old companies is slight, for he went on to tell the House 
of Commons that “ the four companies between them, prior 
to nationalisation, had developed 400 locomotive types and 
that is not a good thing.” It is not a fact, either. The 
companies had reduced to about that figure a much greater 
number of types inherited from the 123 undertakings 
merged in 1923. They were steadily whittling down the 
figure each year. If Mr. Morrison thinks there are now 
“12 classes of steam locomotives with a few types of diesel 
and diesel-electric locomotives” on British Railways, he is 
as sadly out as in most of his other ideas. Yet he managed 
to fill 15 columns of Hansard—no mean achievement since 
the value of the contribution to current thought on trans- 
port could hardly have been less. 


Sir Archibald Boyd 


HE decision of Sir Archibald J. Boyd to relinquish his 
position of Managing Director of the Metropolitan- 
Cammell Carriage & Wagon Company will be received 
with regret by all sections of the railway manufacturing 
and operating industries. Sir Archibald Boyd, who not 
only controls the biggest carriage and wagon manufactur- 
ing concern in Britain, but is also the Chairman of the 
Railway Carriage & Wagon Builders’ Association, is an 
Outstanding personality in the railway supplies world and 
in the general field of industry. The considerable influence 
he wields is the composite result of his sound ability and 
life-long experience of the industry. This influence is by 
no means confined to these islands—Sir Archibald Boyd 
has travelled world-wide in the course of his career, and 
his exceptional ability has received international recog- 
nition. 

The outbreak of the 1939-45 war presented Sir Archibald 
Boyd with problems far greater than those he combated in 
the 1914-18 war, when, as Assistant General Manager of 
the Nottingham works of Cammell Laird & Co. Ltd., he 
bore his share of the burden of providing the armed forces 
with war material. Despite difficulties of shortage of raw 
materials and skilled manpower he was successful in so 
organising the Metropolitan-Cammell Carriage & Wagon 
Company that tank production represented 80 per cent of 
its output. From October, 1942, to December, 1943, 
he served as Director-General of Tank. Production in the 
Ministry of Supply, and he was a member of the Overseas 
Trade Development Council in 1945, 

Steel shortage unparalleled in prewar years continued 
after cessation of hostilities to provide manufacturers with 
obstacles requiring the maximum organisational ability 
and methodical approach in their mastery. Despite these 
difficulties Sir Archibald Boyd was able speedily to swing 
the production of the company back to peacetime require- 
ments. This was done by exercise of his qualities of 
personal leadership, qualities he has repeatedly proved 
himself able to extend to persuade sub-contractors to 
deliver vital component parts in short time. An admirable 
example of this capacity for organisation was the Metro- 
politan-Cammell production of the Royal Train, which 
was built for the Royal Tour of South Africa in the 
record time of 8} months. This unusually speedy comple- 
tion of an order, which normally would have required a 
considerably longer term to fulfil, was effected during the 
period of retroversion from wartime to peacetime produc- 
tion within the firm. 

Nor has Sir Archibald Boyd been slow to answer the 
demands of the Government for the capture of overseas 
markets. Of Metropolitan-Cammell’s annual production 
of some £12 million, approximately 70 per cent is appor- 
tioned for the export trade. This contribution to the 
increasing prosperity of the nation is being made continu- 
ously, despite the low priority in materials enjoyed by the 
industry, in particular for steel. 

Sir Archibald Boyd’s decision to remain on the board 
of the company as a Director and in an advisory capacity 
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cannot but be a cause of satisfaction to all engaged in the 
industry. It would indeed’ be most undesirable were his 
energy, determination ‘and, above all, practical ability 
to be withdrawn completely from the service of his country 
at this most critical period. 


August-September Operating Results 


HE four-week period from August 10 to September 6 

always produces a substantial increase in freight train 
traffic compared with the previous holiday period. This 
year’s originating tonnage of 21,439,000 was no less than 
4,244,000 tons, or 24 per cent, over the July-August figure. 
This was an improvement on last year of 590,000 tons, or 
2:8 per cent, though 270,000 tons below 1951. The advance 
on 1952 was due entirely to increases of 170,000 tons in 
minerals (3-6 per cent) and of 547,000 tons in coal and 
coke (4:4 per cent). Merchandise and livestock forward- 
ings of 3,666,000 tons were 127,000 tons lower (3-3 per 
cent); in each four-week period this year high-rated traffic 
declined from 1952 and in seven of the nine periods was 
further below the 1951 level. On this occasion the London 
Midland Region was exceptional in originating 34,000 
more tons of merchandise (3-1 per cent), besides increas- 
ing its forwardings of heavy traffics. Altogether the Region 
originated 30 per cent of the total freight train traffic and 
accounted for the same percentage of the 2,611,000 wagon 
loadings on British Railways. These loadings were 12,000 
in excess of 1952, but 120,000 fewer than in the brisk times 
of 1951. 

With the average haul for all traffic lengthening by 
quarter-of-a-mile to 72:3 miles, ton-miles multiplied in the 
same proportion as tonnage to a total of 1,656,290,000, an 
advance of 44,868,000 on 1952 but 27,700,000 below 1951. 
The task of dealing with the additional traffic volume fell 
mainly on the London Midland, Eastern and Scottish 
Regions. The Eastern coped with an extraordinary rise 
of 23,003,000, or 7 per cent, in ton-miles, whereas the 
North Eastern was singular in having a decrease of 82,000 
in tonnage (1-7 per cent), of 4,819,000 in ton-miles (2°8 per 
cent) and of 1,023,000 in wagon miles (3-1 per cent). After 
a slight advance in May, the trend of ton-miles has been 
downward in the North East and fewer wagon-miles have 
been worked in each period since February. 


FREIGHT OPERATING STATISTICS 

In the August-September four-week period, 10,622,000 
freight train-miles were run, 172,000 more than a year ago 
(1:7 per cent). The bulk of the additional mileage was 
*“empty,” the Eastern Region working nearly 30 per cent 
more empty train-miles and the London Midland 11 per 
cent. The Scottish Region was noteworthy for the largest 
increase in loaded train-miles—35,000, or 2°6 per cent. The 
all-line average train load was 156 tons, 2 tons larger than 
last year’s load but a ton less than in 1951. Freight train 
engine hours were up 11,000 (1 per cent), but the working 
of 1,159 net ton-miles in a train engine hour was a record 
for the period; another record was the freight train speed 
of 9-08 m.p.h. Total engine hours were only 8,000 higher 
because all Regions curtailed shunting engine hours. 

While on the whole there was an improvement in the 
Regional statistics which measure mobility, the Eastern 
Region results merit separate mention. With a train load 
of 171 tons, the Eastern raised its train speed to 9:19 m.p.h. 
and worked in a train hour 1,310 net ton-miles, 43 more 
than a year ago. The North Eastern ran its average train 
of 150 tons at a speed of 11-33 m.p.h., but the rest of its 
results were below the high standard reached last year. 


RAILWAY PASSENGER TRAFFIC 


In July British Railways originated 90,269,000 passenger 
journeys, 258,000 over the bookings a year ago (0:3 per 
cent), but 4,218,000 under 1951 (4-4 per cent). Having 
regard to the extra facilities provided this summer, the 
result was disappointing. But for an increase of 908,000 
journeys in the Southern Region, the showing would have 
been deplorable. The Western Region carried 110,000 


THE RAILWAY GAZETTE 


October 30, 195 


more people (1-1 per cent) and the Eastern had 325,0 
more passengers (2:2 per cent), but the London Midla: 
lost 742,000 passengers (3:5 per cent) and Scotland h 
321,000 fewer journeys (4:9 per cent). First class passen- 
gers numbered 1,600,000, compared with 1,761,000 in Jui 
1952, and some 2,060,000 in July, 1951. Though t 
average first class fare paid was Is. higher than last ye 
the month’s receipts were down £20,000 (1:8 per cent) a 
represented less than 7 per cent of the total passen 
receipts. 

In the August-September period the number of journ« 
originating on London Transport railways was 41,023,0' 
a decrease of 483,000 (1:2 per cent). Despite the incre: 
in fares which took effect in the London area on Aug 
16, the corresponding receipts were £7,000 less. Work: 
expenses would be reduced by a saving of 420,000 car mi 
(2:5 per cent). 


ROAD TRANSPORT 

In the four weeks to September 6 British Road Servic 
carried 3,046,000 tons of traffic, a decrease of 118,000 to: 
or 3-7 per cent. Vehicle miles were reduced by 1,393,00 
or 2:6 per cent, to 51,739,000. 

Road passenger transport accounted for 196,687.00 
journeys, 885,000 fewer than last year (0:4 per cent). Bot 
the Tilling and the Scottish Group carried fewer peopl 
although they ran 205,000 and 247,000 more car mile 
respectively. Receipts, however, were up £185,000, th 
Pilling Group taking a total of £97,000 more, or near! 
3 per cent, and the Scottish Group £88,000, or nearly 6:2 
per cent. 

London Transport carried 277,817,000 passengers by 
buses, coaches and trolleybuses, a decrease of 7,883,000 
(2:7 per cent). The average fare collected was 3-46d., an 
increase of 0:12d. Total receipts rose in consequence by 
£35,000 (0-8 per cent) to £4,.009,000. The number of road 
car miles run was 33,472,000, a reduction of 280,000 (0:8 
per cent). On September 6 London Transport had 9,398 
road cars of all kinds available, 106 more than in 1952 
Evidently the loss of traffic was not due to shortage of road 
rolling stock. 


INLAND WATERWAYS AND Docks 

Inland Waterways originated a tonnage of 982,000, an 
increase of 70,000 (7-7 per cent). The movement of 539,000 
tons of coal class traffic was 92,000 tons greater than last 
year’s carryings (20-6 per cent), but there were decreases 
of 6,000 tons in “liquids in bulk” and of 16,000 tons in 
general merchandise. The ton-miles followed the same 
pattern and increased by only 69,000 (0-4 per cent). 

Arrivals and departures of shipping at docks, harbours 
and wharves were below the 1952 level in total. The in- 
ward traffic of 2,020,000 tons, was 140,000 tons less than 
last year’s landings. The outward traffic of 2,990,000 tons 
was also lower by 75,000 tons, though coal shipments of 
2,233,000 tons were 57,000 tons higher. 


Flexibility in d.c. Locomotive Characteristics 


N recent years a feature of French d.c. locomotive prac- 
tice has been the provision of a wide range of eco- 
nomical running speeds by extended field-weakenings in 
the traction motors. By this means the Bo-Bo locomotives 
for the Paris-Lyons line were given characteristics that 
enabled them to cover a range of duties for which pre- 
viously several classes of the same wheel arrangement, but 
with different gear ratios, had been used. Similar principles 
were adopted in the 2-Do-2 and Co-Co classes, although 
the three motor groupings in these locomotives made it 
unnecessary to have as many weak-field notches. A feature 
of all these designs was the use of compensating windings 
to preserve satisfactory commutation at very low field 
strengths—24 per cent in the Bo-Bo, 27 per cent in the first 
43 of the Co-Co series, and 29-4 per cent in the 2-Do-2. 
Opinion elsewhere has been divided on whether the extra 
cost and complication of a compensated motor is justified 
by the flexibility achieved, and in the last 15 of the French 
Co-Co class a non-compensated machine is being used. 
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The interest now being taken in Bo-Bo designs for high- 
speed work, however, again raises the problem of provid- 
ing uniformly spaced running speeds when only two motor 
groupings are available, and it is of interest that one of the 
Matériel Electrique prototypes for the S.N.C.F., No. 9004, 
will have non-compensated motors designed to operate 
satisfactorily on 30 per cent field in series-parallel and 
{0 per cent in parallel, the necessary characteristics being 
»btained from the electromagnetic properties and design 
of the frame. 

This particular locomotive and its counterpart, No. 
9003, have Il running notches, as compared with the 
12 speeds which is all that are often provided in Co-Co 
designs with three motor groupings. Sometimes in Con- 
tinental practice the number of weak-field steps in the con- 
trol sequence is actually twice that of the weak-field notches 
on the controller, each of the latter being preceded by a 
transitory phase in which only half the motors are affected 
so that the reduction process is suitably graded. 

With regard to the spacing of characteristics, it is of 
interest that in the French Co-Co locomotives with com- 
pensated motors those for the series-parallel and parallel 
combinations actually overlap. For example, a 500-ton 
train can be worked up | in 200 at 65 m.p.h. in the fourth 
weak-field notch in series-parallel or in parallel full-field, 
while in the same conditions minimum field in series- 
parallel corresponds approximately in performance with 
first weak-field in parallel. In the Bo-Bo locomotives, 
series minimum-field approaches closely to series-parallel 
full-field, the increase in speed in changing from one to 
the other with a 1,300-ton train on the level being only 
about 3 m.p.h. Extending the speed zone available in any 
grouping simplifies driving by reducing the need for transi- 
tions and may well contribute to more accurate observance 
of schedules. 

These effects have been noticed during recent trials 
on the Italian State Railways with locomotives having com- 
pound motors and fine control of the shunt field. While 
both methods complicate the equipment to some extent 
they are likely to receive closer attention now that the possi- 
bility of enjoying the flexibility of a.c. control systems with- 
out the drawback of a special supply frequency is coming 
into sight as an alternative. 


Signal Engineering in Switzerland 


fio wig oe TION of railways in Switzerland has not 
only involved especially remarkable civil engineer- 
ing; the working of the lines in the difficult conditions 
obtaining in most parts of the country has demanded 
that every item of equipment shall be of first class manu- 
facture and excellently maintained. 

A high degree of safety has all along obtained, witness- 
ing to the care bestowed on every detail of the working 
and the adequacy of the official regulations. The paper 
read by Dr. Karl Oehler before the Institution of Railway 
Signal Engineers in London on October 21, showed this 
certainly to be the case with signalling, and Swiss engi- 
neers to have displayed considerable skill in devising and 
constructing apparatus to meet conditions not always 
obtaining elsewhere. 

In the early years the signalling was based on no 
uniform principles, but after legislation enacted in 1872, 
establishing a certain measure of Government control, the 
authorities invited the managements to submit their rule 
books with the object of arriving at some degree of stan- 
dardisation of signal aspects and eliminating the anomalies 
that had been allowed to spring up. This resulted in 
1874 in official signal regulations which have continued in 
force, suitably revised at intervals, the edition now apply- 
ing being that of March 1, 1947. Although trials of 
other colours were made, red, green and white lights, with 
blue for certain shunting aspects, were standard until 1935, 
when yellow was adopted for “ caution.” 

German practice was followed in the matter of fixed 
signals, stop signals being almost always semaphores, and 
the distant signals invariably discs. The equipment came 
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from Germany, more particularly from the Bruchsal 
signal works, but in part from the firms of Jiidel and 
Vogele. The Bruchsal firm established in 1905 a sub- 
sidiary at Wallisellen, by which date it had supplied over 
400 locking frames to Switzerland containing over 5,000 


levers. This subsidiary later became an entirely Swiss 
undertaking. A notable piece of work which was carried 


out by Bruchsal was the electro-mechanical frame and 
associated equipment for the crossing place in the middle 
of the Simplon Tunnel, when this was opened in 1906 


as a single line. {n conjunction with Stahmer in 
Germany, Bruchsal supplied in 1914 the first power 
installation at Spiez, on the Loetschberg line. This was 


electro-pneumatic. 

Mechanical locking frames had appeared about 1880. 
Double wires were used for signals and, as a rule, rodding 
for points, with trailable toggle-lock movements and 
indicator lanterns, combined with the — so-called 
“shunting prohibition” signals, long characteristic of 
Central European practice. Of recent years, beginning at 
Neuchatel Station, shunting signals, in principle in the 
form which is familiar in Great Britain, have been applied 
with much success. [The last complete new mech- 
anical installation, of Bruchsal pattern, was put in at Ragaz 
in 1938. 

The time-interval system of train regulation was, of 
course, used to begin with, but after a serious collision in 
1891 the authorities imposed the space interval on all 
passenger lines as from July 1, 1892. Most frequently this 
was effected by ordinary telegraph—later telephone— 
messages, but a certain amount of Siemens type a.c. inter- 
locking block was applied. The first installation of it had 
been made in 1890 and eventually the apparatus came 
to be manufactured in Switzerland. Here and there special 
equipment, such as that of Rod, on the former Jura- 
Simplon line, was met with. Although there is a large 
mileage of single line no token system has ever been used 
in Switzerland. 

Except for the e.p. installation at Spiez and the general 
operation of the signals throughout the Loetschberg line 
by solenoid mechanisms, no further power working was 
seen until 1922, when the all-electric system was installed 
at Géschenen. In the next 20 odd years some 50 
installations, some on the privately owned lines, were 
laid down on differing German systems, four of 
which, including the large one at Zurich Central, 
described in our issue for February 4, 1938, had the “ four 
row” type of frame. Up to 1929 ordinary type signals, 
power operated, had been used, but in that year the 
colour-light signal was tried and eventually adopted for 
all new work, now invariably of the power type, even at 
the smallest stations. 

In 1931 a trial was made with track circuiting for 
local locking of points, and this was followed in 1935 
by the protection of platform lines at Zurich and to 
control automatic signals on the line to Wiedikon, and 
later between Zurich, Oerlikon and Letten, using 3-aspect 
automatic signals. A decisive step was taken in 1939 by 
applying it, with remote control of signals and points and 
route setting, to a section of track with outlying junctions 
at Lucerne. This was soon followed by power equipment 
at all stations on the Briinig line, and thereafter progress 
was continuous, not only on the Federal lines but on the 
others, as shown by the article in our issue for July 24, 
1953, describing the equipment on _ the South-Eastern 
Railway. 

Except in the case of recent large installations, such 
as the “panel” one at Geneva, where route-setting has 
again been employed, the individual lever system is used, 
being considered better suited to the local requirements, 
but incorporating signal selection effected with the aid of 
route buttons, considerably reducing the number of signal 
levers, which are of the rotary handle form. These frames 
have electrical in place of mechanical interlocking. 
With the extension of this class of work and increase in 
the number of colour-light signals, additional aspects were 
introduced to distinguish between diverging movements 
over ordinary or special large radius turnouts. 
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Extensive use of steel sleepers early directed attention 
to axle counting, first applied in 1916, using Zaugg’s step- 
by-step mechanism, almost identical with that produced 
by W. R. Sykes in 1904, and electro-mechanical treadle, 
to divide the block section through’ the 5-mile Hauenstein 
Tunnel. 

Similar apparatus was then introduced in_ the 
Simplon Tunnel, but inductive methods of detecting the 
passing wheels and another form of counter are now pre- 
ferred. There are many axle-counting sections at work, 
including some in the 94-mile Gotthard Tunnel, remark- 
able in having a central intermediate signal location with 
crossovers, normally unstaffed and remotely controlled 
from Gé6schenen, arranged to permit single line working 
on any track up to the central point. 

With the spread of low frequency a.c. single-phase trac- 
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tion the advantage offered originally by the Siemens, blo 
mechanism of freedom from interference became convert: 
into a serious disadvantage and d.c. apparatus, using 
system of impulses, was developed to replace it and is 
use on both single and double line sections with, wh: 
required, “ wrong line” facility. This apparatus provid 
very complete block signalling protection and is simple 
understand and operate. 

In the matter of automatic train control also tre 
Federal lines have adopted a very progressive poli 
beginning in 1934 with an intermittent inductive system 
all outer distant signals. Following a collision in 1942, 
caused by a driver falling asleep without the “ deed 
man’s” control coming into operation, it was decided to 
extend this equipment to the inner distant signals and a! 
starting signals on single lines. 





THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Branch Line Closing 


October 18 

Sir,—It is reported that the Aberystwyth-Devils Bridge 
narrow-gauge line may not reopen next season, the excuse 
being that passenger receipts do not cover operating costs. 
If this is so, it is a clear pointer to insufficient advertising 
and a ridiculously short summer season, both of which 
could be remedied with little effort. 

The line is an attractive scenic route; it is efficiently 
worked with good locomotives and _ rolling-stock; the 
permanent way is first class; and the signalling is adequate. 
Altogether it is too valuable an asset to be lightly cast aside. 

It is significant that the only Welsh narrow-gauge line 
to be featured in the highly-coloured British Railways 
- posters is an independent concern, the Snowdon Mountain 
Railway; this leads to the conclusion that British Railways 
are ashamed of their only narrow-gauge passenger line. 

Yours faithfully, 
E. E. SMITH 
Castle View, Stagshaw Road, 
Corbridge, Northumberland 


Traffic Fluctuations on U.S.A. and 
British Railways 


October 13 
Sir,—Across the Atlantic changes in trade and industry 
are often more acute than in Great Britain and have a 
heavier impact on railway traffic trends. During the four 
years 1949-52, the ton-miles worked by the Pennsylvania 
Railroad and British Railways varied in unison, but in 
different degrees, as shown below. 


Pennsylvania RR. British Railways 


Year 
Ton-miles Per cent Ton-miles Per cent 
(millions) incr. on 1949 (millions) incr. on 1949 
1949 42,093 | 21,848 a 
1950 46,460 10 22,135 1-3 
1951 50,825 20 22,902 4:8 
1952 46,245 9 22,391 2°4 


Obviously the Pennsylvania’s resources were strained 
during the last three years, when it produced from 9,959 
miles of road more than double the British output of ton- 
miles from 19,276 miles. To put the comparison in another 
way, the Pennsylvania worked four times the number of 
ton-miles per mile of road. Its average length of haul last 


year was 247 miles compared with 73 miles, and its freight 
train speed between terminals was 16°4 m.p.h. against 8-65 
m.p.h., calculated by our statisticians after leaving shunting 
time at stations out of account. 

The Pennsylvania has many competitors and no dearth otf 
critics, but none can gainsay its capacity for coping with 
traffic fluctuations; indeed, its ability to tackle any railway 
problem can be gathered from an article in your issue of 
June 19. The Pennsylvania does not advertise that it is the 
busiest railway in the world. It was employed to more 
advantage during the first seven months of 1953 in reducing 
its operating ratio from 86 per cent to 82, with a concomi- 
tant advance of 50 per cent in net railway operating income. 

Yours faithfully, 
R. BELL 
Frognal, N.W.3 


Southend Electrification 


October 12 

Sir,—While applauding the recent decision to electrify 
the line from Shenfield to Southend Victoria, I recall that 
in the report on electrification published only two years 
ago by the British Transport Commission, the committee 
had decided that electrification was not financially justified 
when traffic fell below a certain figure. When allowance 
is made for rises in costs since 1951, the fact remains that 
traffic on the Shenfield-Southend line does not justify elec- 
trification, according to the B.T.C. report. 

When one considers that, until recently, the B.T.C. first 
priority wag the Tilbury Line, and when one considers the 
huge volume of traffic on that line, the recent decision is, 
to say the least, unusual. 

Yours faithfully, 
B. J. COMBER 
36, The Crescent, Loughton, Essex 


[The Liverpool Street-Shenfield electrification was never 
regarded at complete in itself and the existing electrical 
control and rolling stock maintenance facilities are ade- 
quate for the extension now authorised. The traffic 
densities required to justify independent projects carrying 
all their own costs do not, therefore, apply to this extension. 
The engineering works necessary on the Tilbury Line before 
electrification can start are bound to disturb rush-hour 
services on that line; and the availability of an alternative 
electrified route to Southend Victoria will much reduce 
resultant. inconvenience and delays. Electrification beyond 
Shenfield will not delay electrification plans for the Tilbury 
Line.—Eb., R.G.] 
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THE SCRAP HEAP 


Through Six Time Zones 

he Canadian National Railways 
claim to be the only system in the 
world whose trains operate in six dis- 
tinct time zones. Beginning in New- 
foundland, where Newfoundland time 
is effective, and going westwards, Cana- 
dian National trains also operate in 


Atlantic, Eastern, Central, Mountain, 
and Pacific time zones. The U.S.S.R. 
railways, a single system which 


stretches from the Russo-Czechoslovak 
frontier to Vladivostok on the Pacific, 
may rival this. 


Fifty Years in Restaurant Cars 


After 514 years in restaurant car ser- 
vices, Mr. George Jemmett, M.B.E., 
Assistant for Special Duties to the 
Restaurant Car Superintendent, British 


Transport Hotels & Catering Services, 


retires at the end of this month, at the 
age of 69. He joined the Midland Rail- 
way as a kitchen porter in the restaurant 
car department at St. Pancras, and later 
trained as a cook under a famous chef, 
Briais, at the Midland Grand Hotel, 
St. Pancras. From 1911 until he en- 
listed in the Royal Engineers in the first 
world war, he was often chef in the 
Royal train conveying King George V 
and Queen Mary. 

After Grouping he helped in the de- 
sign of new restaurant and kitchen cars 
for the L.M.S.R. His later experience 
included responsibility for catering on 
special trains to the Wembley Exhibi- 
tion of 1924-25. At the beginning of 
the war of 1939-45 he undertook the 
feeding of many thousands of evacuee 
children who travelled from London in 
hundreds of special trains. Thereafter 
he was in charge of the train meal 
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arrangements of King George VI and 
Queen Elizabeth in the Royal train, and 
for Sir Winston Churchill and other 
celebrities for whom special arrange- 
ments were made. 

The longest trip Mr. Jemmett made 
during the war was from London to 
Thurso in a special conveying the 
British Mission to Russia which in- 
cluded Mr. Anthony Eden and Lord 
Halifax. Once after he had instituted 
a wide search for vodka for Mr. Molo- 
tov, another V.I.P. travelling by L.M.S., 
the latter asked simply for British lager! 
He achieved his present position in 1948, 
and in the 1951 birthday honours was 
awarded the M.B.E., when mention was 
made in the citation of his knowledge 
and experience, invaluable when res- 
taurant cars were reintroduced after the 
recent war. 


Good Workmanship, 1843 


The flying arches in the cutting 
north of Chorley Tunnel between Chor- 
ley and Euxton Junction, London Mid- 
land Region, are a remarkable example 
of the work of the early railway 
engineers and craftsmen. The cutting 
itself was made through treacherous 
ground liable to slip, and when the line 
was constructed in the early 1840s the 
arches were built over the tracks 
apparently to help support the masonry 
walls which line the cutting. There are 
16 arches, each 18 in. wide and 
27 ft. in span, the centre section of 
each being built with 11 single 
stones and capped by stone slabs to 
protect the mortar joints. 

More than 100 years have passed 
since the arches were built, the line 
having been opened to traffic in 1843. 





Cutting north of Chorley Tunnel, showing the single stones and stone slabs 
of the flying arches 
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In this time the only maintenance re- 
quired has been the occasional pointing 
of the joints. 


Catering on the Pennsylvania 


The 200 Dining Car Department 
employees of the Pennsylvania Rail- 
road last year served nearly 4,500,000 
meals in 243 dining and buffet cars and 
countless snacks. in innumerable coaches 
on 10,000 miles of main line tracks. 
Nevertheless in 1952, a comparatively 
good year, after total gross revenues of 
more than $10,500,000, the Department 
lost more than $3,500,000 according to 
an article in the current issue of The 
Pennsy, the magazine of the Pennsyl- 
vania Railroad. It has set up central 
kitchens at New York, Chicago and St. 
Louis, where some items can be partly 
or wholly prepared in advance; steaks 
are pre-cut, stews pre-cooked and salads 
pre-mixed. A dietician is employed to 
draw up balanced meals and help the 
food buyers to plan economical pur- 
chases. The Department now also 
saves by doing its own laundering. 


Under Capricorn 
At Princes Street, so I’m informed, 
Broke out the other day, 
What one can only call a most 
Mysterious affray. 


From back-yard pubs to Arthur’s Seat 
Rumours ran up and down: 

“Auld Hornie’s broken loose again 
“And ravagin’ the toun! ” 


Some cried 
Cross! ” 
Some called for the Black Watch, 
While other more material souls 

Solaced themselves in Scotch. 


“Send round the Fiery 


The cause of all the trouble was 
A most discerning goat, 

Who said: “I want grub a la carte, 
“ To heck with table d’héte! ” 


With tasty snacks the porters mixed 
Cajolery and tact; 

The goat rejected all with scorn, 
Rebutted it, in fact. 


They coaxed and swore distractedly, 
They strove with might and main, 
They even quoted Burns at her 

To get her on the train. 


Some say that “ Hearts” and “ Hibs” 
essayed 

To end the contretemps 

By tossing up to settle which 

Should sign Old Nanny on. 


Some say the stationmaster made 
Oblation of his hat, 

Which took Old Nanny’s fancy, so 
She compromised on that. 


But let this entertaining tale 
End on a warning note: 

It isn’t only animals 

Who play the giddy goat. 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Animal Traffic 


Nearly 600,000 domestic animals, 
horses, cattle, sheep, pigs and goats 
were carried every month by 
S.A.R. & H. during 1952/53, for which 
the grand total was 7,164,678. This 
represents an_ increase of nearly 
1,000,000 over the previous financial 
year when 6,238,895 head of livestock 
travelled by train. 

The 1952/53 total is made 
1,422,166 large animals, cattle 
horses, and 5,742,512 small stock. 


of 
and 
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Wagon Demands 

The high rate of production of farm 
produce is reflected in the consistently 
high demand for wagons which the rail- 
ways have received in recent weeks. 
Livestock required 4,272 wagons during 
the second week of September and 4802 
during the first week, while fresh fruit 
and vegetables accounted for 10,407 
wagons (reduced to shorts) during the 
first fortnight of September. The Eastern 
Transvaal is loading well over 2,200 
wagons every week with fruit and 
vegetables. 

Besides meeting these demands, it has 
been possible to maintain the supply of 
empty wagons to the coal mines, which 
during the second week of September 
used goods wagons to transport 497,835 
tons of coal from the mines of the Trans- 
vaal and Natal. 

More wagons also are being made 
available to chrome and manganese pro- 
ducers, while tank wagons are in great 
demand. 

During the first two weeks of Septem- 
ber, 220,065 wagons (in terms of four- 
wheelers) were loaded. 


NEW ZEALAND 
Hutt Valley Line Stock 
Sixteen new multiple-unit electric 
coaches, ready for Hutt Valley electrified 
services, were received from the work- 
shops during the year and were placed in 
traffic meanwhile on suburban services 
from Wellington to Johnsonville and 
Paekakariki. These units were part of 
the 1946 English Electric order for 40 
motor coaches and 71 trailer coaches, 
deliveries of which were completed 
about two years ago. The first stage of 
the Hutt Valley electrification scheme, 
between Wellington and Taita, will come 
into operation within the next two 
months. 


Modernised Suburban Coaches 

Ten main-line coaches of a type used 
on relief trains during holiday periods 
are being converted into modern subur- 
ban coaches as a step towards the im- 
provement of steam-hauled suburban 
services at Dunedin. Four of the 
modernised vehicles went into traffic be- 


(From our correspondents) 


fore the end of the financial year. These 
coaches are 47} ft. long with open plat- 
forms and wooden bodies, and date from 
the 1914-18 war. As each coach is 
shopped the central toilet and high-back 
seats are removed, and are replaced with 
a modified version of the seating pro- 
vided in multiple-unit electric trains at 
Wellington. As converted, each coach 
seats 60 passengers, compared with 37 
formerly. The use of these vehicles on 
Dunedin suburban trains will permit 
the withdrawal of some obsolete gas-lit 
coaches with longitudinal seating. 


INDIA 


Doubling on the Central Railway 

Thz doubling of the Budni-Barkhera 
Section of the North-East main line of 
the Central (former G.I.P.) Railway has 
made steady progress and it is expected 
that the new down line wiil be opened 
to traffic by the end of this year. Bad 
rock conditions in one of the deep cut- 
tings have made an additional tunnel 
necessary and this, although a work not 
anticipated, will not delay the opening 
of the line. The technique of placing 
concrete by pneumatic power in tunnel 
linings has been successfully adopted on 
this project. 


Rail Welding Plant 


A flash-butt welding plant capable of 


handling up to 100-lb. rails has been put 
into service at Kalyan and the welding 
is now being executed to a programme. 

Some 192 miles of Central Railway 
track have been relaid during the year. 
Considerable economies have been made, 
as since re-grouping broad gauge, metre 
gauge, and narrow gauge lines are now 
included in the Central Railway and the 
best use can be made of material realised 
from relayings. 


CANADA 
C.N.R. New Rates Proposals 

On September 29 proposals designed 
to help to unravel the complex freight 
rate structure and provide a practical 
method of arriving at a basic uniform 
scale of tariffs were presented to the 
Board of Transport Commissioners by 
the Canadian National Railways in a 54- 
page submission. The submission. in- 
cludes a new scale of class rates based 
on a survey of actual traffic movements, 
and retention of an overall grouping in 
Eastern Canada within which = such 
places as Montreal, Toronto and Wind- 
sor would enjoy the same rates on con- 
signments to and from the West. 

In place of the suggested scale of class 
rates tentatively set forth by the Board 
last December, the railway puts forward 
three other possible scales. It says that 
the establishment of a system of rate 
equality within the Montreal-Windsor- 


Sudbury triangle was not a matter of 
accident, but was brought into effect by 
strong and compelling reasons. ‘iS a 


compromise, it proposes that any point 
in the Montreal-Windsor-Sudbury tri- 
angle situated more than 800 miles !rom 
Armstrong or Port Arthur-Fort Wi!!iam 
would have rate parity with Toronto. 
In addition, two “ buffer groups * would 
be set up. The first would include all 
points in the triangle between 701 and 
800 miles from Armstrong or the Lake- 
head and would give all of them the rate 


for 701 miles in the equalised scale. In 
the second, all points with a mileage of 
between 601 and 700 would take the 
equalised rate for 601 miles. Points 
under 601 miles would have rates based 
On the actual mileage in the new uniform 
scale. 


UNITED STATES 
All-in Week-end Tours 
At fortnightly intervals, the New 
York Central System is running a long 
week-end tour from Chicago to New 
York at a charge of $87 per head, 
which includes the journey of 958 miles 
in each direction by the “Pacemaker” 
all-coach streamline train, meals en 
route, three days in New York with 
accommodation over the two nights at 
a leading hotel, a tour of New York, 
including a night club, and all baggage 
handling tips, and other incidentals. 
The tour leaves Chicago at 3 p.m. on 
a Thursday, and the passenger is back 
in Chicago at 7.30 a.m. on the follow- 
ing Monday. 


IRELAND 


Dublin-Cork Express Service 

On October 12 a C.I.E. express diese! 
train ran non-stop from Dublin Kings- 
bridge to Cork for the first time. The 
occasion was the introduction of a new 
express service between the two cities. 
The run was a record, as the journey o! 
165 miles was completed in just unde! 
3 hr. The average speed of the four- 
car diesel train was 55 m.p.h.; 70 m.p.h. 
was reached on some sections. 

The departure time from Dublin is 
8.45 a.m. The return train leaves 
Cork at 6 p.m. and is due in Dublin at 
9.10 p.m. 

Press representatives on the first run 
were informed that C.I.E. was consider- 
ing the extension to a full service of 
diesels on the Dublin suburban lines. 
It was also proposed that diesels shouid 


be used regularly on the Cork-Cobh 
and the Waterford-Tramore _ local 
services. 

C.1.E. operates 14 diesel trains. An- 


other 16 sets are envisaged in_ the 
present programme, which was financed 
by the recent C.I.E. loan of £3,000,000, 
and are being built or delivered. 
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Electric Traction Section 


A Mechanical Method of Calculating Railway 
Speed-Time-Distance-Consumption Data—1 


Determination, by one consecutive series of adjustments, 
of distance travelled, time taken, and energy consumed 


By E. G. Thompson, 


Engineer, Electrical Engineering Branch, Victorian Government Railways 


THOSE who have made speed-time- 
distance calculations for rail 
vehicles will know that the detailed pro- 
cess of each is long, and tedious, and 
that the results obtained, being based on 
the summation of many small computa- 
tions, are subject to arithmetical error. 
It is proposed here to describe an 
instrument—to be known as the T.D.C. 
(time, distance, consumption) calculator 
which in some respects is similar to a 
slide rule. The instrument can be used 
to simplify traction calculations, shorten 
the time necessary to produce results, 
and made to give in the one general 
operation the “time,” the ‘ distance,” 
and the “energy consumption ” for each 
increment of distance travelled. 

Before proceeding with a description 
of this instrument, it will be as well to 
give a brief review, first, of a step-by- 
step calculation, and after that some 
previously developed methods that have 
been devised to simplify traction 
problems. 

It will be assumed for this review of 
calculating methods that a train is to be 
moved composed of one 84-ton loco- 
motive and ten vehicles of 40 tons each. 
The movement to be made will involve 
a change of speed from 30 to 34 m.p.h. 
or vice versa. The speed increment will 
thus be 4 m.p.h. The locomotive will 
have four electric motors, and the 
characteristics of each will be as shown 
in different forms in Figs. 1, 2, and 3. 

The tractive resistance figures used 
will be based on the Davis formule and 
a curve of resistance in lb. per ton 
against speed will be as shown in Fig. 3. 
Full calculation for level tangent track : 


Increment of train speed assumed 30-34 m.p.h. 
Mean Tractive effort (T.E.) per ton 


gross aa8 — 37-6 |b. 
Mean Tractive resistance per ton, 

gross... ie ous as 6:3 Ib. 
Mean T.E. per ton for accelera- 

tion, grades, and curves 31-3 Ib. 
Grades and curves resistance Nil 
Mean T.E. per tonfor acceleration 31-3 Ib. 
Acceleration = a = 3 112... 0-280 m.p.h.p.s. 
Time wa Va : 14-29 sec. 


a 0-280 _ 
Distance = 32 x 1-467 x 14:29 670-8 ft. 


Average current per motor 450 amp. 
Average volts per motor 700 V. 
Energy consumed . 
450 x 700 x 4 x 14:29 
. 5-00 kWh 
1,000 x 3,600 


Graphical Methods 

The first graphical method to be noted 
is one published by T. F. Perkinson in 
the General Electric Review for July, 
1936, under the heading “ A Graphical 
Method for the Calculation of Speed- 
Time-Distance Data.” This method is 
shown in a simplified form in Fig. 4. 

The “ time ” and “ distance ” results 
of the problem as calculated above are 


indicated on the graph by the dotted 
lines. The arrow heads show the pro- 
cedure for obtaining the results, which 
are as follow:— 
Time 
Distance 


14 sec. 
0°125 miles (606 ft.). 
The objections to this graphical 
method compared with those to be 
described later are: 
1. The labour of plotting T.E. curves 
-(a) one for each grade; and (b) one 
set for each size of train. 
2. The optical difficulty of selecting 
and using the particular curve or line 


grade with or without a curve, allowance 
has to be made for the compensated 
grade, and a fresh mark added to the 
setsquare above or below the original 
mark depending on the magnitude and 
direction (sign) of the true grade. 

The setsquare is then moved until the 
second mark is over the appropriate in- 
crement curve, which for the problem in 
hand is 4 (four). The vertical face of 
the setsquare then indicates on the adja- 
cent logarithmic scale the “time” in 
seconds. The “ distance” travelled in 
feet is read on the distance scale at a 
point below the average 
speed on a_ logarithmic 
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scale fixed to the base of 
the setsquare.* 

The results for the 
problem as shown in Fig. 5 
are:— 

Time 14:2 sec. 

Distance 660 ft. 

The objections to this 
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method are:— 

1. The use of lead pencil 
marks to assist in working 
the device is not a satis- 
factory method, and may 
lead to errors due to the 
eventual multiplicity of 
marks. 

2. A separate calcula- 
tion has to be made for 
grade and a_ second lead 
pencil mark added to the 
setsquare. 

3. A separate calcula- 
tion has to be made for 
curvature to convert its 
resistance effect to the 
equivalent grade. 

4. No provision is made 
for decelerating condi- 
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required. 

3. The distance scale, being linear, is 
too confined, and, therefore, lacks accu- 
racy at the lower values. 

A second graphical method, as shown 
in Fig. 5, is that published by D. W. 
Evans in the B.T.H. journal for March- 
April, 1939, under the heading “ Device 
for the Construction of Railway Speed- 
Time Graphs.” A setsquare, made to 
move on a horizontal base, is adjusted 
so that its vertical edge coincides with 
the average speed. A mark is then made 
on the setsquare where its vertical edge 
crosses the T.E. curve. If there is a 


800 900 


Locomotive motor characteristics 


tions. 

The T.D.C. calculator 
to be described is shown 
in Fig. 6. The number of 
parts and the order of 
assembly can be seen in Fig. 7. 

Before giving a detailed description of 
the instrument, the solutions of the 
above discussed problem and others 
more complicated will be demonstrated. 

The characteristics of the locomotive 
(current-speed and acceleration-speed) 
have first to be plotted on the sheet of 
tracing paper. The units for these 
characteristics and for the example in 
question are speed in miles per hour, 
amperes per motor, and acceleration in 





* The mathematical explanation for this will be given 
in a later article 
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Fig. 6—General arrangement of T.D.C. instrument for calculating railway speed-time-distance data mechanically 


m.p.h.p.s. The practical methods em- 
ployed to plot these characteristics will 
be explained later. 

Having prepared the instrument 
board with the characteristics, three 
movements only will be required to give 


the final readings of “time” and 
“distance.” One additional movement 
will give “‘ consumption,” and another, 


if there be track curvature, will make 
provision for that condition. 

In solving the problem referred to 
above the procedure is as follows : — 


Problem 1: 
“ Distance” for 
Conditions: 

Speed-increment: 4 m.p.h. (30 to 34 
m.p.h.). 

Track: Level, tangent. 

Net T.E.: 31:3 Ib. per ton at 32 m.p.h. 


Find 
the 


and 
movement 


“ Time” 
train 


Procedure: 

(1) Place the S/T line of the sector on 
the average speed, i.e., on 32 m.p.h. on 
scale (A). 

(2) Move the cursor on the right arm 
of the sector so that the intersection of 
the red line and the radial line of the 
cursor is on the T.E. or acceleration 
characteristic (see Fig. 8). 

(3) Revolve the sector until the inter- 
secting line ©, at the centre of the 
cursor scale is on the selected speed- 
increment curve.* For the problem 
under consideration this is that marked 
four (4). 

(4) If the consumption is to be read 


* There are™two increment curves for each num- 
ber. The upper one indicates acceleration and the 
lower one deceleration, and the line midway 
between any pair is the line of no acceleration, 
or of balancing speed 
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Fig. 7—Showing number of parts and 
order of assembly 
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Fig. 8—Indicators of T.D.C. 


the cursor on the left arm of the sector 
should be moved so that the target at 
(F) is on the current characteristic when 
the S/T line of the sector is on the 
average speed. This should be done 
simultaneously with operation (2), i.e., 
both cursors should be adjusted together. 
Having made the necessary move- 
ments, the results for Problem No. I are 
available for reading (see Fig. 8). 
‘Time: 14:3 sec. Read on Scale (C) at 
the bottom of the board at a point indi- 
cated by the S/T line of the sector. 
Distance: 669 ft. Read on Scale (C) 
in hundreds of feet at a point indicated 
by the 32 m.p.h. mark (the assumed 
average speed) on Scale (D). 
Consumption of locomotive: 5:0 
kWh. (with a line potential of 1,400 
volts). This value is read in kWh., by 
following the increment line passing 
through or adjacent to the target (F) 





upwards to the energy 
scale. 

The additional problems to be dis- 
cussed later for demonstration purposes 
will include a “ Down” grade, an “ Up ” 
grade, and finally an “Up” grade plus 
a curve. 


consumption 


(To be continued) 








SUBURBAN ELECTRIFICATION IN NEW ZEA- 
LAND.—Nearly 80 years after the first steam 
train began running from Wellington to the 
Hutt Valley, multiple unit electric trains 
are now in operation between Wellington 
and Taita, 13 miles, as the first stage of 
electrification to Upper Hutt. The Taita 
line is a branch from the Upper Hutt- 
Masterton-Woodville line, taking off at 
Petone, seven miles from Wellington. The 
total expenditure on the electrification 
from Wellington to Upper Hutt will be 
about £5,500,000, part of which has been 
spent on improvements to stations and 


calculator set for reading the results for Problem \ which involves time and distance in 
train movement 


passenger access to them. Eight-and-half 
miles of the line to Lower Hutt were 
opened on April 14, 1874. When work 
started on the line in 1872 there were only 
approximately 60 miles of public railway 
in the country, all in the South Island. The 
Hutt line was only the second Government 
railway opened in the North Island and 
was popular from the outset—in spite of 
the then sparse population in the district 
there were nearly 24,000 passengers in the 
first ten weeks. The 20-mile line was the 
first step towards linking Wellington and 
the fertile Wairarapa beyond the Rimuta- 
kas. In 1875 the line was extended to 
Silverstream and in 1876 to Upper Hutt. 


ELECTRIFICATION OF BELGIAN COAST 
BRANCHES.—Work has begun on electrifica- 
tion of the Bruges-Blankenberghe and 
Bruges-Knokke branches, the bases being 
laid of the standards for the overhead 
equipment. Electric traction over these 
branches is scheduled for inauguration on 
July 1, 1954. 
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Fifty-Cycle Electric Traction on German Industrial Railway 


Lignite mines near Cologne to be served 
by an automatically-signalled electric line 





Bridge carrying new line over the Cologne-Aachen autobahn which is also 
under construction 


ONSTRUCTION is in progress, in 
an area of Western Germany 
already well served by railways, of a pri- 
vate double-track, standard-gauge line, 
19 miles long, electrified at 50-cycles, 
and equipped with automatic colour- 
light signalling allowing a 3 min. head- 
way between heavy freight trains run- 
ning at 45 m.p.h. Some six miles west 
of Cologne, Braunkohlen-und Briket- 
werke Roddergrube, a private syndicate 
of lignite mines, is building a line be- 
tween its existing works and power 
Stations near Knapsack and its new 
lignite mines at Frimmersdorf, 19 miles 
further north. The connection has be- 
come necessary because the lignite 
deposits in the Knapsack area will be 
exhausted in ten to fifteen years so that 
the power station supply must be gradu- 
ally switched to the mines further 
north. 

The new line will be connected with 
nearly al] the lignite mines in the area 
Apart from conveying lignite it also will 
permit the easy transfer and the more 
efficient use of plant and equipment 
which will then be maintained from a 
joint repair shop. The daily quantity 
of lignite moved may eventually exceed 
100,000 tons, and the daily quantity of 
spoil moved may amount at times to a 
much greater tonnage. 

Before the scheme was adopted, care- 
ful consideration had been given to 
alternative schemes, such as the con- 
struction of a long-distance conveyor 
belt system or the use of existing rail- 
ways. The second had to be ruled out 
because the doubling and electrifica- 
tion of existing lines, though ‘costly, still 
would not have resulted in a solution 


satisfactory in respect of alignment and 
line capacity. 

In view of the expected heavy traffic, 
a minimum curve radius of 50 ch. and 
a maximum gradient of 1 in 167 have 
been adopted. Within these limitations, 
the new railway approaches as closely 
as possible the lignite mines, power sta- 
tions and works forming part of the 
combine. Important differences in level 
had to be overcome by means of con- 
siderable earthworks with embank- 
ments of up to 46 ft. in height and cut- 
tings up to 40 ft. deep. 


Eight sidings connect with individual 


mines and power stations. There 
are, however, no proper stations 
except at the termini, Frimmers- 


dorf in the north, and Knapsack in the 
south. At Knapsack, the trains run 
round a loop from which the lignite can 
be discharged direct into a 24,000-ton 
bunker which is at present supplied 
from the narrow-gauge system of the 
local mines. 

As the rolling stock will not run over 
existing systems it has been possible to 
adopt a special design. To be able to 
carry heavy machinery, such as bucket 
wheel excavators, the wagons are de- 
signed for a wider loading gauge, and 
for an axle loading of up to 30 tonnes. 
The wagons for carrying waste are fitted 
with eight axles and have a total laden 
weight of 240 tonnes. The coal wagons 
will have two-axle bogies. 


Automatic Signalling 


The line will be equipped with the 
latest type of automatic signalling, de- 
signed, as stated, for heavy freight trains 
running at 45 m.p.h. maximum speed 
at short intervals. All the points 
and junctions will be remote-controlled 
from three key cabins. An A.T.C. sys- 
tem, based on the magnetic induction 
principle, will stop any train which has 
overrun a signal at danger. Drivers 
will be in constant radio-telephonic 
communication with the signalboxes. 


Motive Power 
The voltage adopted is 6,000 V. a.c., 
50 cycles. The first four-axle electric 
locomotives, weighing 120 tonnes, will 
carry transformer equipment. Later types 
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may be equipped with rectifiers. Each 
of the four d.c. motors of the locomo- 
tives will have a power of about 
370 kW. at the 1 hr. rating, correspond- 
ing to an aggregate power of 2,000 h.p. 
An interesting detail is a device which 
permits the use of a single overhead 
supply system for a short section of 
line at the Knapsack terminus which 
will be jointly used by narrow-gauge 
trains supplied with 1,200 V. d.c., and 
by the 6,000 V. a.c. trains of the new 
line. As the signals are set for one of 
the lines, the appropriate traction 
current is switched in automatically. 


Civil Engineering Works 

Some thirty bridges are being con- 
structed, including three bridges over 
existing main line railways and one 
over the Cologne-Aachen autobahn. 
Ali those built or under construction 
are designed in reinforced or pre- 
stressed concrete. That crossing the 
Cologne-Aachen line at a point where 
the Horrem Tunnel is to be replaced by 
a 550-ft. wide cutting, has a span three 
times greater than that of the longest 
pre-stressed concrete railway bridge so 
far built in Germany. At another point 
the new line crosses another railway 
which itself is on a 16-ft. embankment. 

Work has progressed so far that it is 
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Bridge under construction at Horrem to span highway, and Cologne-Aachen 
main line being opened out from tunnel 


proposed to open the 12-mile section 
from Knapsack to Niederaussem during 
the summer of 1954. The start of work 


Electrification in Turke 





on the northern section from Nieder- 
aussem to Frimmersdorf must await the 
final approval of the plan. 


7 


Istanbul-Pythion section to be converted 


THE first standard-gauge railway line 
to be electrified in Turkey is the 
175-mile main line connecting Istanbul 
with Pythion, the Greek frontier sta- 
tion actually in Greek territory; this 
line is a section of the only railway 
artery connecting Turkey with the West. 
Conversion is to be carried out, 
according to reports, by a French syn- 
dicate, the main partners of which are 
Schneider, Alsthom, and Aciéries Jeu- 
mont, at single-phase a.c. with the indus- 
trial frequency of 50 cycles. 

Traffic on the Istanbul-Pythion line is 
comparatively light, and consists of the 
daily “Simplon Orient Express,” a 
daily stopping passenger train and a few 
goods trains. 

Although the line crosses only a few 
ranges of moderate height there are 
many severe curves and a ruling gradient 
of 1 in 67. 


Electric Service to Airport 


It is believed that the conversion of 
the line is also related to the operating 
improvements planned between Istanbul 
and San Stefano, about ten miles out of 
Sirkeci terminus, in connection with the 
new airport there. The airport can 
handle 400 aircraft a day. It is the first 
high-capacity airport in Turkey, but the 
scheme is not complete without a fast 
train service between San Stefano and 
Istanbul to be made possible by elec- 
trification. 

Another electrification scheme is the 
projected underground railway for 


Istanbul. The Société Générale de 
Traction et d’Exploitation has been 
working on it since 1951, and an agree- 
ment is reported to have been concluded 


between the company and the muni- 
cipality of Istanbul whereby the company 
has been entrusted with the elaboration 
of a detailed plan of the system. 
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Hydraulic Re-Railing Equipment 


Appliances operated by a 
pneumatic hydraulic transformer 





Re-railing a locomotive on the German Federal Railway using bridge rails 
and traversing jack 


FoR many years Maschinenfabrik 
Deutschland G.m.b.H., Dortmund, 
has specialised in the design and manu- 
facture of locomotive and rolling stock 
re-railing equipment. After exhaustive 
trials with the firm’s pneumatic-hydrau- 
lic re-railing devices known as _ the 
Deutschland type, the equipment has 
been standardised on the German 
Federal and other European railways. 
The Eastern Region, British Rail- 
ways, has also carried out extensive 
trials with this equipment which now 
forms part of the breakdown plant of 
that Region. 


Power Equipment 


The types of power units vary, but in 
all cases the lifting jacks are operated 
either by compressed air or hydraulic 
power. On the German Federal Rail- 
way the hydraulic lifting jacks are opera- 
ted at a minimum pressure of 300 kg./ 
c.m.2, the plunger pump being driven 
by compressed air. The pump check 
valves and liquid container are mounted 
to an aggregate and form a self-con- 
tained unit. Where the equipment is 
required to operate with trains equipped 
with vacuum brake, the pneumatic- 
hydraulic transformer pump is replaced 
by a hydraulic pump driven by a 4-5 
h.p. diesel engine. 

The hydraulic unit is driven by a vee- 
belt and friction clutch, so that the 
diesel engine can operate at full speed 
without the hydraulic unit coming into 
action. The pressure liquid is a thin 
acid-free oil, which is by-passed by 
means of a cut-off pump. The diesel en- 


gine set is mounted together with the 
pressure pump on a light frame travel- 
ling on rubber tyred wheels. Hand- 
operated hydraulic pumps also are avail- 
able. 

Various telescopic jacks are available. 
which are designed to give a high lift in 
relation to their normal height, typical 
capacities of which are as follow: — 


Lifting capacity, tons 150/75 120/60 60/30 40/20 
Normal height, in. 17-5 17-5 20 20-1 
Height of lift, in. ... 19°4 19-4 25:8 27 


The lifting jacks operate with equal 
efficiency when using either the pressure- 
liquid or pneumatic-hydraulic pump. 
Other types of jacks are included in the 
equipment which include claw jacks, 





of 40 tons capacity, with a lift of 30-5 
in., the claw is positioned at the bottom, 
which enables the jack to operate at a 
very low point. For lifting wagons a 
claw jack of 16 tons capacity is avail- 
able. In this design, the lift is 30-5 in., 
three of this type are used in conjunc- 
tion with heavy or light pin chains for 
raising overturned vehicles. 


Tipping Jacks 


For re-railing vehicles which are de- 
railed at one axle a special tipping jack 
is available with a capacity of 16 tons 
and of lightweight construction. A 
device is used to fasten the head of the 
jack to the buffer, and a claw on the 
jack provides a low lift of 2-5 in. above 
ground. An axle inserter serves a small 
jack of 10 tons capacity, which as a 
thrusting cylinder, is used for pushing 
derailed locomotives laterally after lift- 
ing. 

With the exception of this jack and 
the special tipping jack, all are fitted 
with automatic non-return valves, to 
prevent dropping of the raised vehicle 
in the event of the high-pressure hose 
bursting. All high-pressure hose is 
made of Tombac, and is very flexible. 
It is supplied in lengths of 164 and 
32°8 in. 


Lateral Movements 


Re-railing bridges are used for the 
lateral movement of locomotives. These 
are 6:7 and 13-1 in. long, and are com- 
posed of double rails with spacing 
blocks between, and a built-in hydraulic 
pulling cylinder. For small lateral 
movement a roller grid is included in 
the equipment which moves over a sub- 
stantial steel plate with wooden base, 
placed between the track. 

Besides what may be termed standard 
equipment, the firm has developed other 
types of plant including a hydraulic 
hauling device which has a tractive 


Mobile diesel hydraulic unit used by the Eastern Region, British Railways 
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Power jack of 120/60 tons capacity with the heavy re-railing bridge and 
power traverse equipment 


power of 30 tons, and used in conjunc- 
tion with wire rope and pin chain. 


Hydraulic Piston 


The stroke of the hydraulic piston 
corresponds to the length of the chain 
links, 31:5 in. At the end of the stroke 
an auxiliary lever is used to lock the 
load which is firmly held in position 
while the piston is returned from its 
advanced position. 

After the removal of a chain link 
a further pull of 31:5 in. can be 
carried out, a feature which produces 
what is in effect an endless pull. It is 
claimed that this method is so closely 
controlled that no damage can accrue. 
This equipment is recommended for use 
for re-railing operations resulting from 
severe accidents. The link chain system 
is also used for raising overturned 
locomotives. 

Auxiliary bogies have been designed 
for the hauling of derailed bogie 
vehicles. The bogie has a capacity of 
20 tons, and can be loaded into the 
breakdown van in a dismantled condi- 





Re-railing a bogie carriage on the Eastern Region, British Railways, using a 40/20 tons power jack with light bridge 


tion. The bogie has a swivel bolster 
which enables a damaged vehicle to 
negotiate curves and varying heights is 
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compensated for by a screw jack. F 
the unloading of equipment carried ; 
breakdown vans a compressed air, sle 
ing jib crane has been developed cap- 
able of lifting 54 cwt. The crane 
carried on a runway suspended from thie 
roof of the van. The jib extends beyond 
the buffers at each end. 

Second British Order 

After successful experiments Britis) 
Railways have ordered three more sets 
of re-railing equipment from Masch- 
inenfabrik Deutschland similar to that 
supplied to the Eastern Region, which 
includes heavy and light hydraulic jacks, 
self-contained mobile diesel-hydraulic 
pump unit, and crank and chain appara- 
tus. The tests included re-railing of 
locomotives, carriages, and wagons 
without the use of cranes. 

This equipment is to be allocated to 
motive power depots at Gorton, Mex 
borough, and Darnell, where the use of 
breakdown cranes with jibs of norma! 
height would present some difficulty 
because of the overhead wires for the 
Manchester - Sheffield - Wath __ electric 
services. 





and traverser (left) and re-railing a tank wagon on the Eastern Region, British Railways, using the 16 ton power 


long travel jack (right) 
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Strengthening a Century-Old Viaduct 


Tiebars between 


piers to 


reduce spread under 


loading: concrete arches beneath brickwork of spans 





General view from the south-east before strengthening work began 


THE Coquet viaduct, which carries 

the East Coast main line over the 
river Coquet between Acklington and 
Warkworth, north of Newcastle, has 
been strengthened by the North 
Eastern Region of British Railways. 
The viaduct was constructed in 1847 by 
Richard Hattersley and John William 
Howell, the contractors for this section 
of line. 

It has nine 50-ft. arch spans, and two 
approach spans of 12 ft. The piers are 
of solid masonry, but the arches are 
in brickwork, 2 ft. 6 in. thick at the 
crown and 3 ft. 6 in. thick at the 
springing, faced with masonry vous- 
soirs. The piers, which range in height 
from 50 ft. to 78 ft., are 8 ft. thick 
at springing level and have a face batter 
of 1 in 54. The rise of the 50-ft. 
arches is 10 ft. 

In 1925, to counteract an observed 
outward movement of the spandrel 
walls, star plates and tierods were 
fixed to each span. From 1945 on- 
wards, deterioration in the condition 
of the brickwork in the arch soffits 
was kept under close observation, and 
in 1951 it was decided that strengthen- 
ing must be proceeded with. 

The visible evidence of serious crack- 
ing of the arches along the longitudinal 
centre line, and the loosening of the 
arch brickwork in the soffit near the 
crown, showed that excessive deforma- 
tion was taking place under live load- 
ing. Site recordings confirmed this. 

The scheme for strengthening com- 
prised, in the first place, the provision 
of tiebars between all piers to reduce 
the spread under loading at arch 
springing level. These were provided 


in old rails placed immediately below 
springing level, between the tops of the 
piers, throughout the spans, and with a 
positive fan fix into each abutment. At 
the pier heads a reinforced concrete 
distributing beam was constructed, with 
five old rail needles through each pier. 
Tiebars were bolted to the projecting 
needles by forged links at one end and 
forged turnbuckles at the other. The 
design of the tierails and their fixings 
was based on a requirement to carry 
75 per cent of the calculated un- 


balanced horizontal thrust due to live 
load, being some 9 tons per foot run of 
pier. 

Work on the site began in April, 
1952, and the recordings of deforma- 
tions were made in August, 1952, 
before any tiebars had been placed. 

The rail ties were all in position by 
January, 1953. Pre-tensioning was 
limited to that which could be carried 
out by one man using a bar giving a 
leverage of 2 ft. Further adjustment of 
loading in the ties is envisaged at an 
appropriate temperature. 


Second Stage 


The second stage of the strengthen- 
ing work was to construct reintorced 
concrete arches, 9 in. thick, beneath 
the arch brickwork of each span. 

These lining arches have been pro- 
vided for two purposes. First, to re- 
duce the deformation gradient in the 
width of the arches when one line only 
is loaded, this having been the cause of 
the severe longitudinal cracking ap- 
proximately along the centre of the 
arches; secondly, as alternative to the 
cutting out and replacing of the loose 
brickwork in the soffit. 

Steel-frame centres were provided 
for the casting of the concrete arch 
linings, and they were supported on 
the distributing beams at piers, which 
had been provided with the new arch 
ties. 

Grouting tubes were built into the 
new arch concrete and any gap exist- 
ing between the arch brickwork and 
the new concrete lining was filled by 
cement grout under pressure. When 
this had been completed, the grout 





Strengthening of one arch completed. 


Tiebars fixed and centring in position 
for concreting new arch ring in another arch 
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tubes were inserted to a further depth 
of about 15 in. into the old arch brick- 
work and grouting into the brick 
arches was then carried out. The two 
lower rows of tubes at each pier were 
then drilled through to the extrados of 
the brickwork to act as weep holes. and 
assist in the drainage from the backs 
of the arches. 

Further deflection tests were carried 
out in July, 1953, and the results, com- 
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pared with those of August, 1952, 
showed that the desired effect has been 
obtained, and deflections and deforma- 
tions have been very appreciably 
reduced. 


Speed Restriction 
Throughout the whole period under 
which this work was in progress, it was 
only necessary to impose a speed re- 
striction on the running of traffic over 
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the viaduct for a very limited period. 
This was whilst the new concrete lining 
to one of the most severely deteriorated 
arches was being placed. 

The contract work was undertaken by 


Wellerman Bros. Limited, of Shef- 
field, and the whole of the work 
was carried out under the dirce- 


tion and supervision of Mr. A. Dean, 
M.Sc., M.I.C.E., Civil Engineer, North 
Eastern Region. 








Lowering Track in Western Pacific Railroad Tunnel 


HE main line of the Western Pacific 
Railroad pierces the Sierra Nevada 
in the 6,001 ft. Chilcoot tunnel, situated 
near the California-Nevada border and 
some 20 miles east of Portola. Some 
4,281 ft. of the tunnel is timber-lined, 
1,648 ft. is in unlined rock, and the two 
concrete portals account for the re- 
maining 72 ft. of the length. Water 
percolates freely into this tunnel, with 
the result that where there is no rock, 
the roadbed becomes muddy, and 
traflic pumps the mud up into the bal- 
last, making the track unstable. To 
combat this, the track has been raised 
from time to time on fresh ballast, but 
this has quickly become dirty again 
and successive lifts given to the track 
gradually reduced the headway avail- 
able. 

It was therefore decided to lower the 
track throughout the tunnel and in its 
approaches wherever this was possible 
without having to excavate any rock, 
and replace the dirty ballast with + in. 
to 14 in. clean crushed stone laid to a 
depth of 8 in. below the sleepers. To 
facilitate the work, two cribbing ma- 
chines and a rail-mounted 4-yd. bucket 
excavator were used, together with a 
bulldozer, two motor trolleys, eight 
push material trolleys with tip-box 
bodies, and several electric lighting sets. 
A labour force of 50 men was employed 
to carry out the work. 

The. cribbing machines first scooped 
out the ballast in the spaces between 
the sleepers on the two approaches 
starting 780 ft. from each portal and 
working towards it. In the first 260 ft. 
they made only one pass, in the 
second 260 ft. two passes, enabling the 
track to be lowered 4 in. to 8 in., and 
in the final 260 ft. up to the portal 
three or four passes, for lowering 8 in. 
to 12 in. Clean ballasting and packing 
followed. 


Removal of Sludge 


In the tunnel these machines con- 
tinued to push out the sludgy ballast 
to the ends of the cribs, and were fol- 
lowed by 12 men readjusting the rail 
anchors and moving the sleepers into 
the cribs. Five more men, working on 
each side of the track, shovelled the 


Problem of reduced headroom 
and the removal of sludge 





Pullman-Standard power track cribber lowering track in Chilcoot Tunnel 


mud clear of the ends of the sleepers to 
enable the bucket excavator to remove 
it. A loading train, consisting of the 
excavator, four push trolleys, and one 
of the motor trolleys moved in next. 
The excavator loaded the three nearest 
trolleys, but the fourth, which was out 
of range of its jib, was simultaneously 
loaded by three more men. As soon 
as all four trolleys were loaded, the 
motor drew them out of the tunnel with 
their labourers to a dumping place, and 
their places in the tunnel were taken by 
the other four trolleys and their motor; 
in this way work went on almost con- 
tinuously. The bulldozer was used to 
spread the unloaded sludge. 

After the loading trains there fol- 
lowed another gang of eight men, who 
replaced the sleepers and roughly 
fettled the track to enable trains to 
pass slowly until the new ballasting was 
complete. 

The work was begun in the autumn 


of 1952 and finished early in 1953. 
It is estimated that without mechanical 
equipment it would have required half 
aS many men again and one-third 
longer time. It was carried out under 
the supervision of Mr. C. E. Forseth, 
Divisional Engineer, Elko, Western 
Pacific Railroad. 





TWIZELL STATION TO CLOSE.—British Rail- 
ways, North Eastern Region, announce 
that Twizell Station, near Berwick will be 
closed to goods traffic and the passenger 
station converted to an unstaffed halt as 
from December 7, 1953. Parcels traffic 
will be concentrated at Coldstream from 
which station a weekly delivery service is 
given. No alteration will be made in 
“smalls” traffic, which will continue to be 
delivered from Coldstream. Through load 
freight traffic will be dealt with at Cold- 
stream or Norham. 
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RAILWAY NEWS SECTION 


PERSONAL 


Sir Archibald J. Boyd, on reaching 
normal retiring age, will relinquish his 
ppointment of Managing Director of 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd., as at December 31, 1953. He 
will be succeeded, as from January 1, 1954, 
oy Mr. H. N. Edwards, at present Assist- 
ant Managing Director. Sir Archibald 
Boyd will retain his seat on the Board and 





passed through the various departments 
and became Assistant London Manager of 
the company in 1913. In 1914 he went on 
active service as an officer of a Territorial 
battalion and, in 1916, he was recalled from 
France to become Assistant General 
Manager of the new works which had 
been built by Cammell Laird & Co. Ltd. 
at Nottingham, for the manufacture of 
shells and, afterwards, guns. In 1919, Sir 
Archibald Boyd returned to London, be- 


Sir Archibald J. Boyd 


Managing Director, 


Metropolitan-Cammell Carriage & Wagon Co. Ltd. 


be available in an advisory capacity in 
London. 

Mr. A. T. Cheesley, Director & Produc- 
tion General Manager of the company, 
having reached normal retiring age, will 
relinquish his appointment and cease to 
be a Director on December 31, 1953. He 
will be succeeded as Production General 
Manager, as from January 1, 1954, by Mr. 
Norman Haddon, at present Works Mana- 
ger at Saltley, who, at the same time, will 
join the board. 

Mr. Harry Green, Special Director & 
Chief Engineer (Designs), will join the 
— of the company, as from January 1, 
1954. 


Sir Archibald J.. Boyd has been Chair- 
man of the Railway Carriage & Wagon 
Building Association since 1929. He 
received the honour of Knighthood in 
1950. He was born in 1888, and was 
educated at Harrow and Trinity College, 
Oxford. Entering the steel works of 
Cammell Laird & Co. Ltd. as a pupil he 





General Accident Fire & Life Assurance 
Corporation Limited, Monks Investment 
Trust Limited, Geo. Stephenson & Co. 
Ltd., Metropolitan-Cammell Carriage & 
Wagon Company Africa (Pty.) Ltd., and 
Bus Bodies (South Africa) Limited. 
During the 1939-45 war 80 per cent of the 
capacity of the Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., was devoted 
to tank production. From October 1942 to 
December 1943 he served as Director- 


Mr. H. N. Edwards 


Managing Director Designate, 


coming London Manager in 1921 and a 
local Director of Cammell Laird in 1925. 
In the same year he was elected a Direc- 
tor of the Midland Railway Carriage & 
Wagon Co. Ltd., the Leeds Forge Co. Ltd., 
and the Newlay Wheel Co. Ltd., the con- 
trolling interests in which had _ been 
acquired by Cammell Laird & Co. Ltd. 
On the formation in January, 1929, of the 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd., as a result of the amalgamation 
of the carriage and wagon building interests 
of Vickers Limited and Cammell Laird & 
Co. Ltd., he became a Director of the new 
combined undertaking, with charge of the 
London Office and the sales of the com- 
pany. In 1934, he became Managing 
Director of the company. Sir Archibald 
Boyd is Chairman of the Patent Shaft & 
Axletree Co. Ltd., Metropolitan-Cammell- 
Weymann Ltd., G. H. Sheffield & Co. 
(Engineers) Ltd., and Metropolitan Rail- 
cars (Ganz Patents) Ltd. He is also a 
Director of Associated Electrical Indus- 
tries Limited, Taylor Bros. & Co. Ltd., 


Metropolitan-Cammell Carriage & Wagon Co. Ltd. 


General of Tank Prouuction in the 
Ministry of Supply; he was a Member of 
the Overseas Trade Development Council 
in 1945. 


Mr. Harry Norman Edwards, Assistant 
Managing Director, Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., who will 
succeed Sir Archibald J. Boyd as Manag- 
ing Director when the latter retires on 
December 31, was educated at the Mer- 
chant Venturers Technical College, Bristol, 
and entered the Drawing Office of the 
Bristol Wagon & Carriage Works in 1910. 
On the outbreak of war in 1914 Mr. 
Edwards enlisted and served in the 1/6th 
Gloucestershire Regiment as a machine- 


gunner. After being wounded in _ the 
Battle of the Somme, he was commissioned 
in the Machine Gun Corps (Heavy 
Branch), later Tank Corps. He was 


demobilised in March, 1919, with the 
rank of Captain, and mentioned in 
dispatches. Mr. Edwards rejoined Bristol 
Wagon Works, and, after their absorption 
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Mr. C. R. Snell 


Appointed General Purchasing Agent, 
Canadian National Railways 


by Cammell Laird & Company in 1923, 
he was transferred to the: Midland Railway- 
Carriage & Wagon Company, Birmingham. 
In 1926 he was appointed Liaison Officer 
to Mr. Arthur S. Bailey, then Managing 
Director of the Rolling Stock Subsidiary 
Companies of Cammell Laird & Company 
with headquarters at Nottingham, and, in 
January, 1929, when these interests were 
merged with the Metropolitan Carriage 
Wagon & Finance Co. Ltd., he moved to 
the Saltley Head Office of the new 
organisation — Metropolitan - Cammell 
Carriage & Wagon Co. Ltd.— later becom- 
ing Commercial Assistant to the General 
Manager. Mr. Edwards was appointed 
Commercial Manager of the Company in 
1936, Special Director in 1947, and Assis- 
tant Managing Director with a seat on the 
board in 1948. During the 1939-45 war 
Mr. Edwards commanded “B” Company 
of the 37th Warwickshire (B’ham.) Bn. 
Home Guard. Mr. Edwards is also a 
Director of the Patent Shaft & Axletree Co. 
Ltd., G. H. Sheffield & Co. (Engineers) 
Ltd., and Metropolitan-Cammell-Weymann 
Limited. 


Mr. Richard Thomas, formerly Deputy 
General Manager of the Egyptian State 
Railways and later Chief Inspecting Engi- 
neer to the Egyptian Government until 
1946, has joined Ranald J. Harvey & 
Partners, Consulting Engineers. 


Mr. C. R. Snell, Co-Ordinator of Pur- 
chasing for Canada’s Department of De- 
fence Production, at Ottawa, will become 
General Purchasing Agent, Canadian 
National Railways, on November 1. Mr. 
Snell, who has been on loan to the Cana- 
dian Government from the C.N.R. since 
1950, was appointed General Manager of 
the Federal Government’s Canadian Com- 
mercial Corporation in 1950. He later be- 
came Managing Director of the corpora- 
tion and, in 1951, he was named Deputy- 
Co-Ordinator of Purchasing, Department 
of Defence Production. He was appointed 
Co-Ordinator in 1952, retaining direction 
of the corporation. Born in Pontypridd, 
Wales, in 1904, Mr. Snell went to Canada 
as a youth and joined the C.N.R. in 1919. 
He became Assistant to General Purchas- 
ing Agent in 1937, and Assistant to Vice- 


Mr. Oswald A. Trudeau 


General Passenger Traffic Manager, 
Canadian National Railways, 1951-53 


President of Purchases & Stores in 1941. 
He was appointed Purchasing Agent for 
the Western Region at Winnipeg in 1948. 


Mr. Oswald A. Trudeau, General Pas- 
senger Traffic Manager of the Canadian 
National Railways, who, as recorded in 
our October 23 issue, retired on Octo- 
ber 31, has completed more than 47 years 
service with the C.N.R. Mr. Trudeau was 
born at Waterloo, Quebec, in 1888, and 
educated at St. Bernadin College and the 
Waterloo Academy. He joined the Grand 
Trunk Railway, now part of the C.N.R., 
in 1906, and progressed through numerous 
clerical position to be Special Passenger 
Representative in 1933, District Passenger 
Agent in 1935, General Passenger Agent 
in 1942, and Assistant Passenger Traffic 


Manager in 1950. He was appointed 
General Passenger Traffic Manager for 
the system in 1951. Mr. Trudeau is a 
Past President of the St. Lawrence 


Kiwanis Club of Montreal, a Director of 
La Chambre de Commerce de Montreal, 
the Montreal Tourist & Convention 
Bureau, the Antiquarian & Numismatic 
Society, and the Skal Club of North 
America. 


Mr. Franz Gerber, Chief Mechanical 
& Electrical Engineer of the Bernese 
Oberland and associated railways, who has 
been appointed Chief of the Mechanical 
Engineering Department, Swiss Federal 
Railways, graduated at the Zurich Poly- 
technic in 1926 and joined Brown Boveri 
& Company at Baden, with which firm he 
served for four years, with a short spell 
of practical training as driver on the 
Federal Railways. In 1930 he joined the 
S.F.R., his first appointment being in the 
running shed at Basle. After occupying 
various posts he was, in 1940, appointed to 
the position he now vacates. ‘Mr. Gerber 
holds the rank of Lt.-Colonel in the 
First Operating Group. 


We regret to record the death on Octo- 
ber 16, at the age of 62, after a short ill- 
ness, of Mr. W. B. Bachelor, Assistant 
District Operating Superintendent, South- 
end District, Eastern Region, British Rail- 
ways. His cremation took place at the 
City of London Crematorium on October 


Mr. Franz Gerber 


Appointed Chief, Mechanical Engineering 
Department, Swiss Federal Railways 


19. Mr. Bachelor had been 47 years in 
the service of the railways. He joined the 
Midland Railway in 1906 and was in the 
Birmingham, Gloucester, Staveley and 
Leeds District Controls until his appoint- 
ment as District Controller, Skipton, in 
1944. The following year he became Dis- 
trict Controller, Fenchurch Street and, 
following the re-organisation of the 
Operating Department of the London Mid- 
land & Scottish Railway, he was made 
Assistant District Operating Manager, Si. 
Pancras, in 1946. On the formation of 
the Southend District in February, 1949. 
he became Assistant District Operating 
Superintendent, holding this position until 
his death. There was a large and repre- 
sentative gathering at his funeral, those 
present, apart from the family mourners, 
included Messrs. A. R. Dunbar, Divisional 
Operating Superintendent (Eastern Divi- 
sion), G. F. Fiennes, Assistant Divisional 
Operating Superintendent (Eastern Divi- 
sion). J. W. Dedman, District Operating 
Superintendent, Cambridge, W. O. Rey 
nolds, District Operating Superintendent, 
Fenchurch Street, G. Coaker, Assistant 
District Goods Superintendent, Liverpool 
Street, R. Gamble, Assistant District Pas- 
senger Superintendent, Liverpool Street. 

Many of Mr. Bachelor’s former col!- 
leagues of the London Midland Region 
were present and also representatives of 
all Operating grades on the Southend 
District. 


Mr. R. A. Savill, of the Commercial 
Superintendent’s Office, North Eastern Re- 
gion, British Railways, York, has been ap- 
pointed Passenger & Parcels Agent, York. 
He took over his new post on October 26. 
Mr. Savill was educated at Charterhouse 
and Oriel College, Oxford. After serving 
as a major with the Cheshire Regiment in 
North Africa and Italy during the 1939-45 
war, he joined the Southern Railway in 
London in 1946 and came to York in 1951. 
In addition to being an active corporate 
member of the Institute of Transport, Mr. 
Savill is the author of several books on 
railway subjects. He is also lecturer in 
transport subjects for the York Technica! 
College evening classes, and teaches Italian 
at The Settiement. He holds a Commis- 
sion in the Transportation branch of the 
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Army Emergency Reserve (Territorial 


Army). 


Mr. J. W. Dunger, Assistant Commer- 
cial Superintendent (Passenger-Train Ser- 
vices), Eastern Region, British Railways, 
is retiring on October 31. 


Mr. H. Adams Clarke, Chief Officer 
(Staff & Establishment) British Transport 
Commission, will retire from railway ser- 
vice next month. 


We regret to record the death, on Octo- 
ber 25, of Mr. J. A. Ferguson, Inspection 
Engineer, Acton Works, London Transport 
Executive, and formerly Chief Mechanical 
Engineer, Burma Railways. The funeral 
took place yesterday, October 29, at Mort- 
lake. 


Mr. G. S. F. Read, M.Sc., A.M.I-Mech.E., 
A.M.LE.E., Inspecting & Testing Engineer 
for the Chief Mechanical Engineer, New 
Zealand Government Railways, is in this 
country for the purpose of forming a rail- 
way inspectorate for the N.2.G.R. Under 
the new arrangement instituted by Mr. 
Read part of the consulting engineering 
work will be performed by this inspec- 
torate. Ranald J. Harvey & Partners con- 
tinue as consulting engineers to the New 
Zealand Government in relation to state 
and hydro-electric works. 


We regret to record the death on October 
21 of Mr. W. J. Bassett-Lowke, Founder 
& Managing Director of Bassett-Lowke 
Limited. The funeral service took place 
at Northampton on October 24. 


We regret to record the death on Octo- 
ber 24, at the age of 79, of Lt.-Colonel 
Walter Adolph Vignoles, D.S.O., M.LE.E., 
Director of the British Electrical Develop- 
ment Association from 1927-31, and Presi- 
dent of the Incorporated Municipal 
Electrical Association in 1922-23. 


Mr. V. A. M. Robertson, C.B.E., M.C., 
M.I.C.E., M.1I.M.E., M.I.E.E., a partner in 
the firm of Sir William Halcrow & Partners, 
has recently returned from New Zealand 
where, on behalf of his firm, he has been 
advising the Government on their pro- 
posal to construct an underground railway 
in Auckland. 


Mr. C. R. DASHWoOoD 

At a cocktail party at the Great Western 
Royal Hotel, Paddington, on Friday, 
October 23, Mr. C. R. Dashwood, Chief 
Accountant, Western Region, Brit'sh Rail- 
ways, was presented with a television set 
by Mr. K. W. C. Grand, Chief Regional 
Manager, on his retirement from the posi- 
tion of Chief Accountant, Western Region. 
Mr. Grand explained that the presentation 
was made on behalf of a number of the 
former Directors and Officers of the Great 
Western Railway as well as the present 
Officers of the Western Region. He spoke 
of the high esteem in which Mr. Dashwood 
was held by them all and wished him a 
long and happy period of retirement. Sir 
Charles Hambro and Sir James Milne 
endorsed Mr. Grand’s remarks and re- 
ferred to the outstanding ability Mr. Dash- 
wood had shown in the performance of 
the many important financial operations 
with which he had been associated. 

Among those present were :-— 

Mr. K. W. C. Grand, Lord Dudley, Sir 
Charles Hambro, Mr. G. Luttrell, Sir 
Edward Cadogan, Sir James Milne, Messrs. 
G. Matthews, A. Dickson Wright, C. 
Furber, H. G. Bowles, M. G. R. Smith, 
R. A. Smeddle, W. N. Pellow, R. Bur- 
goyne, H. H. Swift, H. E. Hedges, C. T. 
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Roberts, H. R. Webb, A. W. Woodbridge, 


R. G. Henbest, S. G. Ward, S. Gray, C. J. 
Rider, G. S. Halliday, J. D. Swain, F. A. 
Dadge, E. C. Cookson, A. E. H. Brown, 
Captain J. D. Reed, Messrs. W. W. Wood, 
David Blee, S. B. Taylor, M. H. B. Gil- 
mour, W. P. Keith, A. E. C. Dent, R. G. 
Chitty, S. G. Hearn, H. Randle, F. R. E. 
Davis, Leslie Ford, George Orton, A. S. 
Quartermaine, F. H. D. Page, F. C. Hock- 
ridge, F. W. Hawksworth, H. T. Forth, 
B. W. C. Cooke. 

Apologies for absence were received 
from Captain Hugh Vivian, Col. J. J. 
Astor, and Sir William Fraser. 

A gathering took place in the Great 
Western Hotel, Paddington, on October 
22 to mark the occasion of the retirement 
of Mr. Dashwood. 

In the presence of the Chief Regional 
Manager, Mr. K. W. C. Grand, all the 
Assistants and representative senior mem- 
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bers of Mr. Dashwood’s department both 
from Headquarters and from the provinces, 
an illuminated address with an album 
containing the signatures of all the staff, 
was presented to Mr. Dashwood by Mr. 
F. A. Dadge, Acting Assistant Accountant. 

Mr. Grand referred to Mr. Dashwood’s 
unique and illustrious career and to his 
own personal regard for him. The good 
wishes of the staff were voiced by Mr. 
H. W. Gardner, Assistant to the Chief 
Accountant (Rolling Stock & Stores, 
Swindon); Mr. F. H. Ferdinand, Audit 
Accountant, Aldermaston; Mr. A. A. 
Foren, Head of Coal Accounts Section, 
Barry; Mr. J. D. Swain, Regional Treas- 
urer; and Mrs. M. W. Cameron on behalf 
of the female staff. 

The illuminated address, which is re- 
i was executed by 
C. M. Shepard, F.S.A., of 


produced in this page, 
Captain 
Slough. 





Mr. Dashwood (left) being presented with illuminated address by Mr. Dadge. On 
the right is Mr. Grand 


e CYRIL RUSSELL DA 


ASHWOD ESQUIRE CBE = 


192 - 1953 1938 — 1953 


This Address marks the occasion 
7, sa tok 

1953 and ts presente dasa 

tke good wishes f the staff 


sige atures are reecorde 


whose s 





f retirement on the jist August 





oo of esteem anda Fee tion with 
of the Chicf Accountant's Office 
tod in the ace sompanying ‘album 


Illuminated address presented to Mr. Dashwood 








498 


Parliamentary Notes 
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House of Commons Debate on Transport 


Discussion of B.T.C. Report for 1952: 
rolling stock building plans : 


Mr. Gurney Braithwaite (Parliamentary 
Secretary to the Ministry of Transport), 
on October 21 moved * That this House 
takes note of the Fifth Annual Report, 
Statement of Accounts and_ Statistics, 
of the British Transport Commission 
for 1952.” He said the report stressed the 
serious effect upon railway programmes of 
the shortage of steel. The railways, he 
gaid, had done their best to meet the 
shortage by using rolled steel from Mar- 
gam and a continuing improvement in the 
plate position could now be looked for; 
but all the rolling stock and track pro- 
grammes, also civil engineering and build- 
ing, suffered, though perhaps the most 
severe effects were felt in rolling stock 
programme. The carriage programmes 
had suffered most severely. 


Effects of Steel Shortage 

At the beginning of 1953 the railway 
workshops had a backlog of 1,545 passen- 
ger carriages to carry forward to the pro- 
grammes scheduled for this year. Only 
481 passenger carriages actually were built 
in 1952. Five hundred and thirty-five were 
expected this year; but by 1954 it was 
estimated the railways would build 1,500, 
a figure approaching their total capacity. 

With freight wagons, he went on, there 
was a backlog if some 12,000 were to be 
added to the scheduled programme of 
some 19,000 for 1953, giving a total of 
nearly 32,000. Continued shortages of 
certain sizes of steel and the inability to 
work up to full production made it likely 
that no more than 13,000 would be pro- 
duced this year, but during 1954 the rail- 
ways expected to be working to their 
total capacity, namely, the production of 
some 20,000 wagons. 


Locomotive Building 


As to locomotives the process of work- 
ing up production was somewhat slower, 
Mr. Braithwaite added. At the beginning 
of 1953 the backlog for railway locomo- 
tives, including steam, diesel and electric, 
was some 170. The 1953 programme was 
294. It was hoped to build 233 of those 
during the current year, but that figure, 
he was informed, might not be reached and 
the production for 1954 would still be 
short of the total capacity of the work- 
shops of from 385 to 400, It was likely 
that the track maintenance programmes, 
however, would now be met in full and 
that during the next two years the arrears 
would be overcome. There was ample 
steel, not only for rails but for fastenings 
and other fittings. 

There had been a_ corresponding 
improvement in the output of rolling stock 
under construction for the railways in pri- 
vate workshops. Private manufacturers 
were showing their ability to increase their 
supplies, both for exports and to the home 
railways. There were encouraging signs 
that not only had the steel position become 
almost free, but that the effect of the 
shortages of 1951 and 1952 had already 
been diminished considerably. 

Branch Line Closing 
On the question of the closure of branch 


lines, Mr. Braithwaite said that policy of 
the British Transport Commission, of 


pruning uneconomic services wherever 
adequate alternate facilities existed, had 
received the support of both the previous 
and the present Governments. 

To make diesel railcars pay on branch 
lines would need the support of far more 
traffic than the branch lines already closed 
ever seemed likely to offer. For most of 
the rural districts road transport offered 
far more convenient service than the rail- 
way could provide. The main thing was 
to see that alternative road services were 
developed to meet the needs of rural 
communities. 

The House would have noticed from 
recent announcements that the B.T.C. was 
embarking on a scheme for the provision 
of light diesel trains in suburban and 
lightly trafficked areas. (He was referring 
to plans for introduction of multiple-unit 
diesel trains in West Riding and West 
Cumberland of which details were given 
in The Railway Gazette of November 14, 
1952, and September 18, 1953.) 


Criticisms of Government Policy 

Mr. Herbert Morrison (Lab.—Lewisham 
S.) said the B.T.C. report for 1952 was 
one of the best reports of the Commission, 
It showed substantial financial progress; 
the development of substantial economies; 
and the development of substantial co- 
ordination and integration. He would like 
to know whether the principle of having 
men with experience in workers’ organisa- 
tions holding high and responsible posi- 
tions in the undertakings was to continue, 
or whether the new régime meant that was 
going by the board, with those positions 
filled in the ordinary way of appointment 
as was done under the old railway com- 
panies. Was the subject of labour rela- 
tions to be relegated merely to a part-time 
basis? 

The Government had abolished the 
Railway Executive. It was true that it was 
going to set up regional managements, but 
the whole of the railway system in very 
important respects was to be centralised 
not under its own Executive or Board of 
Management but under the B.T.C., which 
had many to do and to supervise. 

Mr. Morrison went on to quote Mr. 
John Elliot, who in his recent presidential 
address to the Institute of Transport had 
said that “The conception of a unified 
system of railways obviously created the 
need for a_ British Railways central 
management, otherwise unification would 
not have been implemented, for we are 
still human beings with distinctly indi- 
vidual preferences at times.” 

Loyalty to the old organisation was 
understandable, Mr. Morrison said; but it 
could be a _ nuisance. G.W.R. men 
tended to swear that various im- 
provements made on that railway beat all 
those on other lines. Other railwaymen 
who had worked with the old undertakings 
felt that under nationalisation things had 
been standardised too much. 


Standardisation 
Mr. K. W. C. Grand, Chief Regional 
Manager of the Western Region, whom 
Mr. Morrison described as “an important 
representative of some of the higher-ups of 
the G.W.R.,” was reported in the Swindon 


announcement by Minister of British Railways 
attack by Mr. Herbert Morrison on Mr. K. W. C. Grand 


Evening Advertiser of May 20 as saying at 
a Mayoral lunch there: “* Standardisation 
is now a fetish on British Railways, 
1 believe it may mean _ standardis:- 
tion of brains. When you. get this, 
it is the end of progress. You vet 
standard engines, standard trucks, standard 
carriages, and standard designs in eveiy- 
thing. We cannot recruit young men 
into our drawing office. They say: * What 
have we got to do.’ They are told: * Pull 
out that drawer. There is the blue priit. 
That is the standard for the next 100 
years. Can you imagine any young fellow 
willing to come in and do that?” 

His friend, Mr. W. J. P. Webber, General 
Secretary of the Transport Salaried Stat!s’ 
Association, Mr. Morrison went on, had 
said that the dearth of drawing office statf 
at Swindon was caused by the low pay 
rather than by the nature of the work. 
During the past eight years more than 60 
Swindon-trained and qualified men under 
30—two-thirds of them graduates of the 
Institution of Mechanical Engineers—had 
left Swindon for better paid jobs. 

What Mr. Grand was pleading for was 
a policy of utter conservation in industrial 
administration. He was pleading for 
stodginess, waste, and staying in a rut. Mr. 
John Elliot had shown that in 1947-52 
inclusive the net ton-miles volume oi 
freight work done by the railways was 
greater than in any peacetime year 
Efficiency of freight working, Mr. Elliot 
had said, was best illustrated by net ton- 
miles per total engine-hour—605 in 1952 
against 547 in 1948 and 461 in 1938, and 
the highest level of efficiency in freight 
pperating recorded for railways in this 
country. Passenger-miles in 1952 were 
higher than in any prewar year, with a 
lower passenger-train mileage, and pas- 
sengers and freight carried in 1952 were 
988,000,000 and 285,000,000 tons respec- 
tively, a greater task than in 1948 accom- 
plished with 1,700 fewer engines and 40,000 
fewer staff. 


Financial Success of British Railways 

Mr. Morrison stressed that British Rail- 
ways’ financial results alone were a record 
this year, whilst, as Mr. Elliot had pointed 
out, they paid their way in full in 1951-52. 

If people like Mr. Grand had their way, 
Mr. Morrison went on, these financial re- 
sults would not continue. He drew atten- 
tion to the reduction in the number of 
locomotive types from 400, before 
nationalisation, to twelve, to the diminu- 
tion in the number of mechanical faults, 
and to the fall in the cost of repairs. 
Abolition of privately-owned wagons had 
saved large amounts through elimination 
of empty running and standing time. 
Similarly the fleet of 119 railway ships in 
1952 was doing approximately the same 
work of 152 vessels before the war. The 
cumulative economies under nationalisa- 
tion were now falling in at the rate of about 
£16,000,000 a year under public owner- 
ship. If they had been given the time, Mr. 
Morrison was sure that those economies 
would have been increased. There was 
much to be said for decentralisation, but 
not to please Mr. Grand of Swindon, who 

wanted to preserve various things. 

It was true that Mr. Elliot was critical 
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about some of the administrative set-up de- 
signed by the Labour Government under 
the Act of 1947, and thought other courses 
might have been better in the light of ex- 
peyience. 


Road Haulage 

As to the formation of companies to 
take over certain nationalised road haulage 
undertakings, Mr. Morrison asked whether 
the Pickfords and Carter Paterson services 
were to be maintained in the new scheme 
for road haulage? 

When a Labour Government returned, 
his party would see to it that the road 
haulage undertakings were restored to 
public ownership. They did not propose to 
pay twice for a thing that had been paid 
for once already. He was not advocating 
confiscation at all. There must be proper 
financial arrangements, but they did not 
propose that the public purse be robbed 
merely as consequence of Tory dogma. 
In the meantime, he congratulated the 
Commission on the success it had achieved. 


Locomotive Maintenance 

Mr, Peter Smithers (Winchester—C.) 
said there were 2,177 carriages in arrear 
on the authorised programme. The wagons 
situation was the least satisfactory of all. 
The industry was still operating at 20,000 
wagons below. its capacity. Thirty 
thousand wagons authorised for break-up 
were still in use and 100,000 were beyond 
their normal life. 


Rolling Stock Building Plans 

Mr. Alan Lennox-Boyd (Minister of 
Transport & Civil Aviation) said that 
because of the need to stimulate exports 
and to concentrate on defence needs the 
railways’ steel supplies had been 20 per 
cent below their requirements, but this year 
the Government hoped that it would be 
possible to build 253 locomotives, 1,121 
carriages, and between 38,000 and 39,000 
wagons. Next year they hoped to build 
312 locomotives, 2,783 carriages, and 
53,000 wagons, and bit by bit the backlog 
would be taken up. 

The year 1952 had been a very success- 
ful one for the railways; they could claim 
not only to have met their operating costs 
and made a profit, but also to have paid 
a reasonably adequate sum towards cen- 
tral charges. 

The Road Haulage Executive, in a year 
of great difficulty and uncertainty, had not 
been so successful. Government policy, 
whatever party was in power, might well 
affect individuals and great organisations 
but the Government’s duty was to do what 
was right for the country as a whole. He 
must pay tribute to the B.T.C. for its 
success. 


Reorganisation of British Railways 

The full scheme for the reorganisation 
of the railways had yet to be brought 
before Parliament. He hoped that imme- 
diate preoccupations in Egypt would not 
unduly delay Sir Brian Robertson from 
coming back to take over chairmanship 
of the B.T.C. 

The interim proposals, Mr. Lennox- 
Boyd added, went in the right direction, 
defining the responsibilities of the centre, 
and leaving everything else to the Chief 
Regional Managers. 

Mr. Morrison, he said, affected to see 
inconsistency in the Government action 
in working for decentralisation and in 
abolishing the Railway Executive. That 
was a superficial reading of the solution. 
What mattered was the ultimate distribu- 
tion of powers between the Commission 
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and the Regions, not so much the number 
of links in the chain of command as the 
enlargement of the scope of those matters 
which need not be referred back along 
every link. That was happening in the 
interim scheme and it would happen still 
more in the final scheme. 


Future Developments 

The Commission had various schemes 
of diesel development in hand, and had 
approved a programme for £11,000,000 
worth of diesel shunting locomotives over 
the next four years. Mr. Lennox-Boyd 
referred to experiments with gas turbine 
locomotives, to the difficulties of making 
a decision as to main-line dieselisation, and 
to plans for multiple-unit diesel trains in 
East Anglia, Lincolnshire, and between 
Edinburgh and Glasgow. 

The Commission had £108,000,000 un- 
used out of their authorised borrowing of 
£275,000,000. In a year or so he or his 
Conservative successor would have to ask 
Parliament for legislation to increase the 
Commission’s borrowing capacity. He was 
told that the liquid capital of £89,000,000 
was adequate for the time being. 

Mr. Herbert Morrison moved an amend- 
ment to add that, in addition to taking 
note of the commission’s report, the 
House “ Is gratified at the evidence of pro- 
gress made towards the integration and co- 
ordination of the nation’s transport system, 
but regrets that the policy of Her 
Majesty's Government impedes further 
progress in this direction.” 

The amendment was negatived by 256 
votes to 229. 


Questions in Parliament 


Reorganisation of British Railways 

Asked by Mr. P. H. Collick (Birkenhead 
—Lab.) when he anticipated laying before 
Parliament his scheme for the reorganisa- 
tion of British Railways, Mr. Alan Lennox- 
Boyd (Minister of Transport & Civil 
Aviation) stated in a written reply on 
October 22 that he could not say. Section 
16 of the Transport Act, 1953, required the 
B.T.C. to submit its scheme to him before 
May 6, 1954, unless he allowed a longer 
period. 


Abolition of Executives of B.T.C. 


Asked by Sir Herbert Williams (East 
Croydon—C.) on October 21 his estimate 
of the reduction of staff resulting from the 
abolition of the various executives of 
the British Transport Commission. Mr. 
Alan Lennox-Boyd stated in a_ written 
reply that he made no such estimate. As 
he told the House on July 29, his decision 
was taken in the light of advice from the 
Commission that the abolition of the 
Executives, other than London Transport 
Executive, would help it in the discharge 
of its duties. 


Forth Railway Bridge 

In a written reply on October 21 to 
Major W. J. Anstruther-Gray (Berwick & 
East Lothian—C.), who asked, on October 
21, whether the examination by indepen- 
dent experts of Sir Bruce White’s proposal 
to build a road bridge over the present 
Forth railway bridge had now been carried 
out; Mr. Alan Lennox-Boyd (Minister of 
of Transport & Civil Aviation) stated that 
after consulting the Institution of Civil 
Engineers he had decided to appoint a 
panel of civil engineers to carry out this 
investigation. He hoped to announce 
details later. 
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Sale of Road Haulage Assets 


Mr. R. Morton Mitchell, Chief Executive 
Officer of the Road Haulage Association, 
referred last week, in an address to the 
National Association of Furniture Ware- 
housemen & Removers, to the likely de- 
mand for the assets of British Road Services 
to be sold. Inquiries made by the R.H.A. 
showed that the first 10,000-12,000 vehicles 
would be sold easily in lots ranging from 
1-50 vehicles. 

Among prospective purchasers, he said, 
were large numbers of employees of the 
British Transport Commission and many 
transport drivers. Adequate arrangements 
had been made to provide finance for all 
buyers. 

On the completion of sales, he observed, 
British Road Services would have less than 
5,000 vehicles and independent hauliers 
some 150,000. 

The large road transport undertaking re- 
tained by the British Transport Commission 
would represent less than 5 per cent of the 
road transport of goods for hire or reward, 
but if the railways’ collection and delivery 
vehicles were included, the figure would 
be 16 per cent. 


Traffic Suitable for Railways 

The Commission must concentrate largely 
on the long-distance hauls. For loads par- 
ticularly suited to the railways, such as 
iron ore, coal, steel products, and other 
heavy loads for which railway sidings were 
available, road competition would not be 
involved. 

In the purely specialist fields like the 
transport of meat, livestock, abnormal in- 
divisible loads, bulk liquids and furniture 
removing, road transport offered more effi- 
cient facilities than rail. In this, nationalised 
road transport would tend to suffer from 
control by railway policy, which meant 
that private operators should beat the 
nationalised undertaking on efficient service 
and cost. 


“Square Deal” for Railways 

The railways had won their “square 
deal” battle by being given freedom in 
regard to charges. The price of this free- 
dom to all goods transport operators was 
the abolition of the railway subsidy part 
of the transport levy. Whether the com- 
munity would benefit from this bargain 
remained to be proved. 

The railways now had their biggest op- 
portunity. They must show greater real- 
ism as to present-day conditions. If they 
grasped this chance they could co-operate 
with all operators of transport in working 
out a balanced transport service for the 
country. 

The story of the past few years might 
have had a different ending if the B.T.C. 
had interpreted its duty under the Transport 
Act, 1947, with some regard to a similar 
objective. 


Commission and Free Enterprise 


Now the hope of nationalised transport, 
Mr. Mitchell went on, lay with its new 
chief, Sir Brian Robertson, who had shown 
himself a man of ability as negotiator and 
administrator. 

Whatever course Sir Brian Robertson 
adopted, it could do only good for the 
two sides of the transport industry to work 
together. The R.H.A. had set up liaison 
machinery with the Commission some years 
ago; and though not always properly en- 
couraged, it did good work. It should 
have done more, and he hoped, with 
proper leadership on the side of the Com- 
mission, under the improved statutory pro- 
visions, for liaison of a more effective 
nature in future. 
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Commercial Policy of the B.T.C. 


Sir Reginald Wilson on Commission plans for 
developing traffic in conjunction with travel agents 


Sir Reginald Wilson, Member of the 
British Transport Commission, responding 
to the toast of * Transport” at the Annual 
Convention of the Association of British 
Travel Agents at Torquay on October 22, 
promised that now that the Commission’s 
charter had been renewed with particular 
accent on “ greater ability to compete,” the 
Commission with its railways and bus and 
shipping services would step up its sales 
effort. The Commission already spent 
some £1,500,000 a year on advertising its 
services, and now would seek. to expand 
the market for road and rail travel. 

Travel agents, he continued, would do 
well to pay heed to the potentialities of the 
passenger services provided by the B.T.C. 
It was estimated that the public transport 
services of the United Kingdom, exclud- 
ing taxis and car hire, had an annual 
revenue approaching £900,000,000; and of 
this great sum about £400,000,000 was 
attributable to passenger travel. In many 
respects this income could be greatly in- 
fluenced by the attentions of the selling 
agent, and the work-a-day market for 
travel by rail and road within the United 
Kingdom still has to be fully exploited. 

In their toast to “ Transport,” Sir Reginald 
Wilson said, travel agents doubtless made 
invidious distinctions between privately- 
owned and publicly-owned public trans- 
port. Much effort and ingenuity had been 
expended during the last five years, in tri- 
bunals and elsewhere, just to ensure that 
the Commission earned as little as possible. 
It was ironic that the success of the Com- 
mission should have been so largely meas- 
ured, by so many of the public, according 
to the profitability. which that public 
refused to allow it. 

As businessmen, his colleagues on the 
Commission and he would instinctively 
desire to be able to report that they had 
earned not only the interest on capital 
but also a useful surplus out of which to 
create reserves to rebuild the undertaking, 
spur it on with fresh hope, and provide 
margins against contingencies, including 
the right to experiment and make mistakes. 


Freedom to Compete 


There must be justification for the,ventur- 
ing of capital, Sir Reginald Wilson Went on. 
He hoped their customers would let them 
use the normal commercial methods of 
earning profits—a bold anticipation of 
public needs, a continued drive to curtail 
uneconomic activities and to switch re- 
sources to more profitable uses (remember- 
ing always the need to finance a due ~~ 
of unprofitable transport), and above all < 
vigorous selling of all services by compeli- 
tion in price, quality, and in the field of 
publicity. He hoped the road hauliers’ 
demands that the Commission be bound 
hand and foot under Ministerial direction, 
would not be complied with. 

Now the Commission would be free to 
study all possible means of adapting its 
various services to changes of public 
demand and creating a new goodwill 
among those people in whom disparage- 
ment of public transport had been almost 
an article of faith. It was no accident that 
in the early days the governing railway 
officers were often engineers or operators, 
but with the disappearance of monopoly 
and with the fantastic growth of optional 
travel in all classes of the community, the 
emphasis must now shift from the produc- 
tion to the selling side. On the passenger 


side, many of those obliged to travel repre- 
sented an enormous potential of non- 
essential travel. 

Already there was more 
posters and advertisements. Besides service 
advertising, however, there were the re- 
sources, the ingenuity, and the interest of 
the travel agencies which we shall hope to 
mobilise to the full. 

The B.T.C. already had a direct interest 
in thé travel agency business, Sir Reginald 
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Wilson said in conclusion; but the Con 
mission worked through a large number o! 
travel agents, and treated all agencies alik; 
Its true interest was that they should con 
centrate on the creation of travel, study th 
changing patterns of travel, and = sho 
imagination and boldness in devising a: 
offering a combination of facilities by di 
ferent forms of transport. 

Through the many travel agencies wh 
co-operate with the Commission, 368 
which now were accredited to the railway 
through the developing of better contac 
in relation to travel by road, and throug 
its Own experienced commercial and pub 
licity staffs, the Commission would show 
itself fully qualified to go forward in search 
of new prosperity. 


Antofagasta (Chili) & Bolivia Railway 


Increases in passenger 
and public goods traffic 


The sixty-fifth annual general meeting of 
the Antofagasta (Chili) & Bolivia Railway 
Co. Ltd. was held on October 27 in 
London, Mr. H. C. Drayton, Chairman, 
presiding. 

In his statement circulated with the 
report and accounts, Mr. Drayton said 
that the net receipts from the operation of 


the railways for 1952, after deducting 
losses arising from the operation § of 
the lines of the Bolivia Railway Com- 


pany and of the Aguas Blancas Railway 
Company and exchange differences loss of 
£46,006, amounted to £484,334. After 
adding other income and the balance of 
£448,551 brought forward from 1951, de- 
ducting debenture interest and provisions 
and paying 10 per cent on account of 
arrears of dividend on the 5 per cent 
cumulative preference stock, the balance 
to the credit of net revenue account was 
£447,594, which it was proposed to carry 
forward. 

Taking into account the dividend to be 
paid on Act 14, the arrears on the 5 
per cent cumulative preference stock 
will have been paid up to December 31, 
1945, 


Traffic Figures 

Public goods traffic in 1952 increased 
by 34,633 tons to 1,415,509 tons. The 
number of passengers carried rose by 48 
per cent from 728,074 to the record num- 
ber of 1,077,517; this increase was mainly 
in second class passengers arising from a 
special workmen’s service for the short 
run of 21 km. between Calama and Chu- 
quicamata. There also was an increase in 
excess baggage and parcels traffic. 

The tonnage of copper transported 
from the Chuquicamata mine was 159,775, 
compared with 162,877 in 1951, a decline 
of 3,102 tons because of the strike at the 
mine in April, 1952. Sulphur traffic at 
58.942 tons showed a reduction of 3,968 
tons. The total tonnage from nitrate 
oficinas fell by 31,208 tons to 43,964 tons, 
a decrease of 41-52 per cent. 

Shipments of tin from Barilla to Anto- 
fagasta and Mejillones at 61,640 tons were 
4.389 tons higher than in the previous 
year. There also was an increase in low- 
grade ores and tin slag originating in 
Bolivia from 72,355 tons to 85,000 tons. 
The tonnage of articles for the mining 
industry declined from 132,634 to 120,832 
tons due to a falling off in shipments for 
Bolivia. On the other hand, petroleum 


and gasoline 
mainly by 
Bolivia. 


showed 
heavier 


increases, caused 
consignments to 


Waterworks 

The loss on operating the waterworks 
undertaking, with Chilean currency con 
verted at $355 to £1, amounted to £35,246: 
this compared with the 1951 loss (at $78 
to £1, of £62,453. Despite representations 
to the Chilean Government of the neces- 
sity for and urgency of an increase in the 
authorised charge for water supplied to 
the public, Mr. Drayton regretted that the 
matter still remained unresolved. 

However, Congress recently had passed 
a law for providing ways and means to 
increase the supply of water to Antofa- 
gasta since the maximum output of their 
own mains falls far short of what was 
needed. They were making representa- 
tions so that the scheme adopted to meet 
present and future needs of the town 
would have regard to their own problem 
of having to supply water for a charge 


which, with the present sterling value of 


the peso, represented only a small fraction 
of the actual cost of the service rendered. 
The report was adopted. 


IsLE OF WIGHT TRANSPORT.—Mr. Alan 
Lennox-Boyd, Minister of Transport, who 
presided at a meeting in Newport, Isle of 


Wight, on October 19, to discuss transport 
in the island, confirmed that the track of 
the closed Newport-Freshwater and Brad- 
ing-Bembridge lines will not be taken up 
for another year. It has been decided to 
set up a committee to consider reopening 
the two lines privately. 


MINISTRY OF TRANSPORT & CIVIL AVIATION. 
—The amalgamation of the /Ministries 
of Transport and Civil Aviation has had 
the effect from October 22 of altering the 
addresses of certain headquarter depart- 
ments of the former Ministries. The main 
headquarters of the Ministry of Transport 
& Civil Aviation are at Berkeley Square 
House, London, W.1 (Mayfair 9494). 
The Controller of Civil Aviation Ground 
Services will, for the time being remain at 
Ariel House, London, W.C.1 (Chancery 
3366) and the Highways Administrative 
and Engineering Staff are at 21/37, Here- 
ford Road, W.2 (Bayswater 3456). 
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Contracts & Tenders 


British Railways, Eastern Region, have 
placed the undermentioned contract:— 

Cowans, Sheldon & Co. Ltd., Carlisle : 
provision of 70 ft. locomotive turntable at 
Cleethorpes Station 


British Railways, North Eastern Region, 
have placed the following orders :— 

J. Tomlinson & Son Ltd., Leeds 11: new 
accommodation and improved amenities for 
staff, Leeds, Stourton and Hunslet Sidings 

The Butterley Co. Ltd., Butterley : renewal 
of superstructure of Bridge No. 32 over Osmond- 
thorpe Lane, Leeds 


Three Yugoslav manufacturers are 
sharing in orders for 1,500 wagons placed 
by the Turkish State Railways. They are 


Djuro Djakovic, of Slavonski Brod; 
October 14th Works, of Krusevac; and 
Dragoslav Djordjevic, of Smederevska 
Palanka. The first batch, consisting of 60 


29-ronne wagons, turned out by the first- 
mentioned, was delivered early in 
October. 


The United Kingdom Trade Commis- 
sioner at Karachi has notified the Export 
Services Branch of the Board of Trade 
that the call for tenders issued by the 
Department of Supply & Development, 
Government of Pakistan, for the supply 
of 10,000 ft. of 414 Ib. light rail track 
has been amended by the deletion of 
“414 |b.” from the description of the 
track. Details of this call for tenders 
were given in our October 9 issue. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the Director General, 
India Store Department, in London has 
notified a call for tenders issued by the 
Director General of Supplies & Disposals, 


Railway Stores Directorate, New Delhi, 
for the supply of: 
12 cranks, leading, for new ‘‘ F” class 
12 cranks, driving, for new “* F”’ class 
12 cranks, trailing, for new ‘* F”’ class 
Ten cranks, leading, for old ** F”’ class 
Four cranks, driving, for old ** F ” class 
Five cranks, trailing, for old ** F ” class 


The closing date for receipt of tenders 
is 10 a.m. on November 3. Tenders 
should be addressed to the Director 
General of Supplies & Disposals, Shah- 
jahan Road (Section SRI), New Delhi. 

A copy of the tender form may be ex- 
amined at the Railway Branch, India Store 
Department, 32-44, Edgware Road, 
London, W.2. It is understood that draw- 
ings may be seen at the offices of Hodges, 
Bennett & Co. Ltd., 59-60, Petty France, 
London, S.W.1, from whom copies may 
be obtained, if required. 


The Special Register Information Ser- 
vice, Board of Trade, Export Services 
Branch, reports that the Director General 
of the India Store Department in London 
has notified a call for tenders issued by 
the Director General of Supplies & Dis- 
posals, Railway Stores Directorate, New 
Delhi, for: 

Two crosshead complete right hand for old 
** B class 

Three crosshead complete left hand for old 
“ B” class 

One crosshead complete left hand for ‘* A” 
class 

Two crosshead complete left hand for ‘* YB” 
(Cab) class 


The closing date for receipt of tenders 
is November 12. Tenders should be 
submitted to the Director General of 
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Supplies & Disposals, Shahjahan Road 
(Section SRD, New Delhi, and reference 
SRI/16615-D/II should be quoted. A 
copy of the tender form may be ex- 
amined at the office of the Director 
General, India Store Department, 32-44, 
Edgware Road, W.2, on application to 
the Railway Branch. It is understood 
that the drawings may, be seen at the 
offices of Hodges, Bennett & Co. Ltd., 
59-60, Petty France, London, S.W.1, from 
whom copies may be obtained. 


The Director-General of the India Store 
Department in London has notified the 
Export Services Branch of the Board of 
Trade of a call for tenders, issued by 
the Director General of Supplies & Dis- 


posals, Railway Stores Directorate, New 
Delhi, for:- 
768 wearing plates for motor bogies. Horn 


cheeks high-duty cast iron 

765 horn cheeks H.D.C.I. 

The closing date for receipt of tenders 
is November 13. Tenders should be 
submitted to the Director General of 
Supplies & Disposals, Shahjahan Road 
(Section SRI), New Delhi, and reference 
SRI/17045-D/I should be quoted. 

A copy of the tender form may be ex- 
amined at the office of the Director 
General, India Store Dept., 32-44, Edg- 
ware Road, W.2, on application to the 
Railway Branch. It is understood that 
the drawings may be seen at the office of 
Hodges, Bennett & Co. Lid., 59-60, Petty 
France, London, S.W.1, from whom 
copies may be purchased. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the Director General 
of the India Store Department in London 
has advised that the Director General of 
Supplies & Disposals, Railway Stores 
Directorate, New Delhi, is inviting tenders 
for: 

100 brake block heads with lugs cast steel for 
12 ft. and 10 ft. wide motor bogies (left hand) 

100 brake block heads with lugs cast steel for 
12 ft. and 10 ft. wide motor bogies (right hand) 

100 brake block heads without lugs cast 
steel for 12 ft. and 10 ft. wide motor bogies 
(left hand) 

100 brake block heads without lugs cast steel 
for 12 ft. and 10 ft. wide motor bogies (right 
hand) 

50 motor nose bracket guides cast steel for 
12 ft. and 10 ft. wide motor bogies (left hand) 

50 motor nose bracket guides cast steel for 
12 ft. and 10 ft. wide motor bogies (right hand) 

4,500 brake beams, spring washers 


Tenders are to be submitted to the 
Director General of Supplies & Disposals, 
Shahjahan Road (Section SRD, New 
Delhi, quoting reference SRI/17045-D/II, 
and will be received up to November 18. 

A copy of the tender form can be ex- 
amined at the office of the Director 
General, India Store Department, 32-44, 
Edgware Road, London, W.2. It is under- 
stood that the drawings can be seen at the 
offices of Hodges, Bennett & Co. Ltd., 
59-60, Petty France, London, S.W.1, from 
whom copies may be purchased. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the British Consulate 
General at Lourenco Marques has noti- 
fied a call for tenders (Invitation No. 
145/53) issued by the Ports, Railways & 
Transports Department, Lourenco 
Marques, for the supply of :— 

20,920 fishplates made up of various quan- 
tities for rail sizes 22-5 kg., 24 kg., 30 kg. and 
44-64 kg. per metre 
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42,160 fishbolts with spring washers made up 
of various quantities for rail sizes 22-5 kg., 
30 kg., 40 kg. and 44-64 kg. per metre 

188,200 galvanised coach screws 

130,000 clips for metal sleepers 

130,000 bolts with spring washers and nuts 
for fixing clips 

834 rails, 12 m. long, 30 kg. per metre low 
section 

3,360 rails, 12 m. long, 30 kg. per metre 
with B.S.S. section No. 60R and conforming 
B.S.S. 11/1936 

144 sets of points complete with all fittings 
and operating gear. In rail sizes 30 kg. and 
44-64 kg. per metre. All with manganese steel 
monobloc crossing noses 


The closing date for receipt of tenders 
is November 24. The following provi- 
sional deposits must be made by ten- 
derers: for rails, escudos 175,000300; for 
clips, screws, augers, etc., esc. 32,000$00; 
for points, esc. 130,000$00. 

Specifications and related documents 
cost esc. 200$00 and may be obtained 
from the Ports, Railways & Transports De- 
partment, Lourengco Marques, or from the 
Public Works, Ports & Highways Depart- 


ment, Directorate-General of Overseas 
Development, Agency-General for the 
Overseas’ Territories, Lisbon. United 


Kingdom firms may submit tenders only 
through firms established in Mozambique 
whose names are registered with the Stores 
Department of the Treasury (Almoxari- 
fado de Fazenda), Lourenco Marques. A 


-list of some firms qualified to submit ten- 


ders on behalf of United Kingdom firms 
is obtainable from this Branch. 

A copy of the tender invitation (in 
Portuguese) is available on loan to United 
Kingdom firms from the Branch, at Lacon 
House, Theobald’s Road, W.C.1. 


RAILWAY BENEVOLENT INSTITUTION GRANTS. 

At the meeting on October 21, the Board 
of the Railway Benevolent Institution 
granted annuities to nine widows and 14 
members, involving an additional liability 
of £395 3s. perannum. Also granted, were 
63 gratuities amounting to £540 13s. to 
meet cases of immediate necessity. Grants 
made from the casualty fund during the 
month of September amounted to £472 16s. 


G.N.R. STOCKHOLDERS PaAto.—Compensa- 
tion warrants have now been distributed to 
the guaranteed preference and ordinary 
stockholders of the Great Northern Rail- 
way Company. Payment was made on the 
basis of £66 for every £100 of guaranteed 
stock, £35 for every £100 of preference 
stock, and £28 10s. per £100 of ordinary 
stock. Of the £11,000,000 capital of the 
company. £2.000.000 was in debentures and 
£9.000.000 in the other three stocks. 
Debenture holders were paid on Sep- 
tember 8 last, and warrants in respect of 
the interest due to debenture stockholders 
will be issued on or about November 25. 


WITHDRAWAL OF PASSENGER SERVICES BE- 
TWEEN HEADCORN AND ROBERISBRIDGE.— 
The Southern Region announces that on 
and from January 4 the passenger service 
on the former Kent & East Sussex Light 
Railway between Headcorn and Roberts- 
bridge will be withdrawn. The stations 
affected are:—Frittenden Road; Bidden- 
den; High Halden Road; Tenterden St. 
Michaels; Tenterden Town: Rolvenden; 
Wittersham Road; Northiam, Bodiam: 
Junction Road Halt; and Salehurst Halt. 
Freight train services will continue between 
Robertsbridge and Tenterden Town, but 
the line between Headcorn and Tenterden 
Town will be closed entirely. 








Notes and News 


Assistant to Stores Superintendent Re- 
quired.—Applications are invited for the 
post of assistant to stores superintendent 
required by a British railway operating in 
Bolivia. See Official Notices on page 503 


Vacancy for Technical Assistant—A Man- 
chester firm of engineers has vacancy for a 
technical assistant between 30 and 35 
years of age, to the managing directors. 
Railway training essential. See Official 
Notices on page 503. 


Senior Draughtsman (Engineering) Re- 
quired.—Applications are invited for the 
post of senior draughtsman (engineering), 
required by the Nigerian Government 
Railway for one tour of 18 to 24 months 
in the first instance. See Official Notices 
on page 503. 


Retired Railway Officers’ Society Annual 
Autumn Luntcheon.—On Tuesday, Novem- 


ber 10, the Retired Railway Officers’ 
Society will hold its Annual Autumn 
Luncheon at the Criterion Restaurant, 


Piccadilly Circus, London, W.1, at 12.30 
for 1 p.m. The chair will be taken by 
the President of the Society, Sir W. A. 
Stanier, and the principal guest will be 
the Minister of Transport, Mr. Alan 
Lennox-Boyd. 


E.C.A.F.E. Delegates at Bristol.—Dele- 
gates of the Railway Sub-Committee of 
the Economic Commission for Asia & 
the Far East were guests of the Western 
Region on October 19, on a visit to Bristol 
to study modern freight terminal layout 
and practice. They travelled from 
Paddington by the “ Bristolian”’ and were 
conducted round Bristol Temple Meads 
Goods Depot, where the mechanical equip- 
ment was explained. After lunch at the 
Grand Hotel the party returned to Temple 
Meads Passenger Station to _ inspect 
Western Region gas turbine locomotive 
No. 18000, diesel car No. 28, and a diesel 
shunting locomotive. The officers accom- 
panying the party were: (from London) 
Mr. C. E. Whitworth, British Transport 
Commission; (Western Region) Mr. H. H. 
Starr, Terminals & Cartage Assistant to the 
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Commercial Superintendent; and Mr. C. J. 
Rider, Public Relations & Publicity 
Officer; and (at Bristol) Messrs. H. Bolton 
District Commercial Superintendent; L. 
Edwards, District Operating Superinten- 
dent; H. G. Lakeman, District Engineer; 
Humphrey White, District Motive Power 
Superintendent; R. J. Harding, Mechanical 
and Electrical Engineer’s Department; and 

H. Vine, Commercial Superintendent’s 
Department. 


South Wales & Monmouthshire Railways 
& Docks Lecture & Debating Society.— 
On Tuesday, November 10, in the Angel 
Hotel, Westgate Street, Cardiff, at 6.30 
p.m., Mr. H. E. B. Cavanagh, Architect, 
British Railways, Western Region, will 
give a paper on “Developments in Archi- 
tecture and Their Relation to the Rail- 
ways,” illustrated by lantern slides. 


British Railways Record Coal Clear- 
ance.—British Railways carried the 
heaviest week’s tonnage of deep-mined and 
opencast coal for over five months, 
3,338,080 tons, in the week ended 6 a.m. 
on October 26. The weekend figure was 
405,060 tons. During the week ended 


October 17, 230,066 tons of iron and steel 
from the principal steel works and 306,000 
tons of iron ore were conveyed. 


Thos, Storey (Engineers) Ltd., and Bailey 
Equipment.—Mr. Thomas Storey, Chair- 
man and Managing Director of Thos. 
Storey (Engineers) Ltd., of Stockport, 
sole manufacturers of Bailey equipment, 
recently described the civil application of 
the Bailey bridge since its invention by Sir 
Donald Bailey during the last war, and the 
many adaptations throughout the world, 
also the wide use of Bailey equipment in 
the various branches of civil engineering. 
In 1950, the company took over the world 
rights for manufacture of Bailey equipment 
and now is exporting over £1,000,000 
worth annually. The export market takes 
a very large percentage of the total out- 
put of the Bailey equipment manufactured 
at Stockport. Amongst countries which 
already have taken delivery are Iraq, 
Canada, Pakistan, Australia, Nigeria, 
Brazil, Israel, Belgian Congo, Ceylon, 
South and East Africa, New Zealand, 
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Burma, Venezuela, French Indo-China 
Turkey, and the U.S.A. Principal agent: 
for the equipment are: Thos. Store 
(Engineers), Sales Department; Enginee: 
ing & Industrial Exports Limited; Cheshir: 
Engineering Co. Ltd.; Landis Bros. & Cx 
Ltd.; Welmec Corporation Limited; an 
Thos. W. Ward Limited. 


Express Locomotive Derailed by Strayin; 
Cattle at Elstree—The bogie of the loc 
motive hauling the 9.15 express from Si 
Pancras to Glasgow on October 26 be 
came derailed when the train ran int 
cattle which had strayed into Elstre 
Tunnel. The train was not derailed an 
later continued its journey behind anothe 
locomotive. 


Institution of Civil Engineers: Railway 
Paper No. 51.—On Tuesday, Novembe 
24, a paper will be presented at the Rail 
way Engineering Division meeting of the 
Institution of Civil Engineers, Great 
George Street, Westminster, S.W.1, at 
5.30 p.m., on “Bridge Investigation, Ceylon 
Government Railways, 1949-51,” by M1 
Conrad Gribble. 


Pressed Steel Co. Ltd.: Ordinary Shares 
Issue.—Stockholders of the Pressed Steel 
Co. Ltd., have approved the issue of fully 
paid ordinary shares in the proportion of 
One new 5s. share for each ordinary 5s. 
stock unit held. The directors have de- 
clared an interim dividend in respect of 
1953 of 5 per cent on the ordinary capital, 
including the new shares. 


Northern Ireland Section, Institute of 
Transport.—On October 15 a joint meet- 
ing of the Northern Ireland and _ Irish 
Sections of the Institute of Transport 
was held at the U.T.A. Headquarters, 21 
Linenhall Street, Belfast. The meeting 
took the form of a debate on the motion 
“That the Restriction of Private Trans- 
port is in the interests of Irish Economy.” 
The motion was proposed on behalf of the 
Irish Section by Mr. D. Stewart, Traffic 
Manager, Coras Iompair Eireann, sup- 
ported by Mr. J. H. Scott, General 
Manager, W. P. & R. Odlum Limited. It 
was opposed on behalf of the Northern 
Ireland Section by Mr. J. Mackle, General 
Manager, Belfast Corporation Transport. 


Poster of Whitemoor Marshalling Yard.— 
A quad-royal poster recently issued by 
the Eastern Region features Whitemoor 
marshalling yard, near March, a vital link 
in the system of freight movement between 
East England and the North. Designed by 
F. Donald Blake, R.I., it records that White- 
moor has 70 miles of sidings, covers an 
area of 250 acres and handles about 7,000 
wagons every 24 hr. The system of working 
at Whitemoor portrayed in the poster gives 
an insight into the methods used elsewhere 
on British Railways. A daily stint of 
1,000,000 tons of freight and carrying 77 
per cent of all deep-mine coal in Great 
Britain requiring transport are facts which 
lend substance to the claim made in the 
poster that British Railways are the 
busiest system in the world. 


Powers-Samas Loan Stock.—Powers-Samas 
Accounting Machines Limited has created 
£2,000,000 seven-year unsecured loan 
stock to be issued in four series of 
£500,000 stock each. Treasury consent has 
been obtained. The stock will be issued 
as and when required on terms which will 
have regard to conditions at the time of 
issue; it is not intended to make applica- 
tion to any stock exchange for permission 
to deal in, or for quotation for, the stock. 
The first series will be issued immediately 





ee ee PTS 


>. -_ 


“<: 





YIIM 


October 30, 1953 


The engagement of persons answering Situations 
scant advertisements must made through a 
cal Office of the Ministry of Labour or a 
heduled Employment Agency if the applicant is a 
mm aged 18-64 inclusive, or @ woman aged 18-59 
lusive unless he or she, or the employment, is 
xcepted from the provisions of the Notification of 
scancies Order, 4 


“2S yore 


© ENIOR DRAUGHTSMAN (engineering) required 
‘4 by the NIGERIAN GOVERNMENT. RAILWAY 
for one tour of 18 to 24 months in first instance. 
Salary etc. in scale £1,170 rising to £1,453 a year. 
ratuity at the rate of £150 a year. Outfit allowance 
0. Free passages for officer and wife and assistance 
wards cost of children’s passages or their main- 
nance in this country. Liberal leave on full salary, 
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OFFICIAL NOTICES 


STORES SUPERINTENDENT, Assistant to, re- 

quired by British Railway operating Bolivia. 
Preference given to candidates with Railway experi- 
ence and knowledge of Spanish. Commencing salary 
£800/£900 p.a. according to experience and qualifi- 


cations, plus free quarters, passages, allowances, etc. 
Write Box 7131, c/o CHARLES BARKER & Sons Ltp., 
31 Budge Row, London, E.C.4 


FOR SALE: Platelayers Bogies for 4 ft. 8! in. track- 

gauge in excellent condition. M.E. ENGINEERING 
LIMITED, 457 Finchley Road, a W.3 
Telephone: Hampstead 7481/7482/7483. 
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MANCHESTER firm of Engineers require Technical 
; Assistant to Managing Directors. Railway train- 
ing essential and Degree in Engineering an advan- 
tage. Age 30-35. Commencing salary £750. State 
full details of qualifications and experience to Box 
owe Railway Gazette, 33, Tothill Street, London, 


RABwAY MAINTENANCE PROBLEMS. avy 
A. Hull (late District Engineer, L.M.S.R 
Valusble information. With much sound adie 
upon the upkeep of permanent way. Cloth. 84 > 
by 5} in. 82 pp. Diagrams. Ss. By post 5s. 
ry Railway Gazette, 33, Tothill Street, anéen. 














candidates must have extensive experience in prepara- N a8 R, HISTORY.—Twenty-Five Years of the 
m of design and working drawings for railway OUND VOLUMES.—We can arrange for readers’ th Eastern Railway, 1898-1922. 
‘ack layouts. Write to the CROWN AGENTS, 4 Mill- copies to be bound in full cloth at a charge By R. Bell, C.B.E., Assistant General Manager, 
ink, London, S.W.1. State age, name in block of 25s. per volume, post free. Send your copies to N.E.R. and L.N. ER. Companies, 1922-1943. Full 
etters, full qualifications and experience and quote the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, cloth. Cr. 8vo Pages. 10s. 6d.—The Railway 
42B/29981/RA. 33, Tothill Street, London, S.W.1. Gazette, 33 Torhitt " gene London, S.W.1 

ind taken up at par by Vickers Limited, 1954, at an estimated cost of $400,000, and smaller capital. Group profits for the 


the parent company of Powers-Samas. The 
loan is required to finance increasing rental 
business and additional capital expenditure 
ind stocks arising out of the company’s 
ictivities at home and abroad. 


Busmen’s Wages.—The National Council 
for the Omnibus Industry met on October 
20 to consider claims lodged by the em- 
ployees’ and by the employers’ side. The 
employers’ claim will be further considered 
at a meeting on November 6. It was not 
found possible at the adjourned meeting 
of the National Council on October 22 
to reach agreement on the employees’ 
claim. 


Exide Motor Show Luncheon.—Chloride 
Batteries Limited, manufacturers of 
Exide products, gave a luncheon at the 
Clarendon Restaurant, Hammersmith, 
October 21, on the occasion of the Motor 
Show at Earls Court. Mr. H. V. Schofield, 
Director, Chloride Batteries Limited, pro- 
posed the toast of the press and guests. Mr. 
Courtenay Edwards, of the Daily Mail, 
replied for the Press and Mr. C. Kenneth 
Horn, Sales Director, Triplex Safety Glass 
Co. Ltd., for the guests. 


Conveyor Belt in Passenger Transport.— 
In an address to the New York State 
Society of Professional Engineers on 
October 8, Colonel S. H. Bingham, 
General Manager, New York City Transit 
Authority, said that tests had proved that 
the passenger conveyed belt system was 
workable and was being considered as a 
replacement for the Authority’s Grand 
Central-Times Square Shuttle service. A 
system 7,200 ft. long was being studied for 
the centre of Cincinnati. 


Effect of Petrol Lorry Drivers’ Strike.— 

lhe recent strike of petrol lorry drivers and 
loaders in London caused cuts in some 
London Transport road services. In the 
Eastern Region of British Railways van 
deliveries were restricted to hospital and 
perishable traffic. The Southern Region, 
which also had to cease cartage for four 
days at six suburban stations, ran eight-car 
trains throughout the day on all suburban 


lines on October 16 and 17 to convey 
passenger traffic diverted from road 
services. 

American Locomotive Company: New 


Depot at St. Louis.—The American Loco- 
motive Company is to build a warehouse 
and office building in St. Louis, serving as 
the Alco diesel locomotive parts storage 
depot in the south-western part of the 
U.S.A. Space will be available for the 
district sales staff. The building is ex- 
pected to be completed in the Spring of 


will have an overall area of 30,000 sq. ft. 
of floor space. Provision will be made for 
addition of storage area and for the pos- 
sible erection of a diesel engine and loco- 
motive component rebuild and repair shop; 
a railway siding will be located on one side, 
with space for three goods wagons. 


Chamberlain Industries Limited.—The 
mechanical engineering division of 
Chamberlain Industries Limited, Staffa 


Road, E.10, has appointed Lavite Limited, 
Cawley’s Mill, Cleckheaton, as stockist and 
distributor of its products in Yorkshire. 


Increased Profits for Serck Radiators 
Limited—On the capital raised to 
£750,000 from £600,000 by an issue of 
fully paid shares the directors of Serck 
Radiators Limited recommend a_ final 
dividend for the year ended August 1, 1953, 
of 10 per cent; an interim dividend of 5 
per cent has already been paid on the 


year advanced to £510,627 as against 
£366,394 for the previous year. After 
providing for taxation of £306,594, etc., 
there was a balance of £189,033. To this 
is added £30,000 being a taxation provision 
no longer required and £2,500 in respect 
of a transfer of tax relief on initial allow- 
ances provided for in earlier years. Profits 
attributable to the parent were £212,609. 
The general reserve is allocated £150,000. 


Road Accidents in August and September. 
—Road casualties in September totalled 
20,415—nearly 2,300 more than in Septem- 
ber, 1952. There were 436 deaths, an in- 
crease of 15, and 4,991 were seriously in- 
jured, an increase of over 600. The 
increase in the total is the largest recorded 
in any month this year. In August 
casualties totalled 22,103, or 858 more than 
in August, 1952. There were 457 deaths, 
an increase of 19; and 5,408 were seriously 
injured, an increase of 206. 








Flooding on Southern Region Electric Lines 





Multiple-unit electric train reversing at Clock House during recent floods in the 
London area, using motors at rear end 
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Forthcoming Meetings 


November 2 (Mon.).—Institute of Trans- 
port, Metropolitan Section, at 80, Port- 
land Place, London, W.1, at 5.30 for 
6 p.m. Visit of the President of the 
Institute, Mr. John Elliot. 

November 3 (Tue.).—British Railways, 
Southern Region Lecture & Debating 
Society, at the Chapter House, St. 
Thomas Street, London Bridge, S.E.1, 
at 5.45 p.m. Members’ Night. 

November 3 (Tue.).—Permanent Way In- 
stitution, Leeds & Bradford Section, in 


the British Railways Social & Re- 
creational Club, Ellis Court, Leeds 
City North Station, at 7 p.m. Paper 
on “ Woodhead tunnel new works,” 
by Mr. J. D. Dempster. 

November 3 (Tue.).—Institute of Trans- 


port, at the Connaught Rooms, Great 
Queen Street, London, W.C.2, at 12.30 
for 1 p.m. Anniversary Luncheon. 
November 3 (Tue.).—Institute of Trans- 
port, Midland Section, at the Imperial 


Hotel, Birmingham, at 6.15 p.m. 
Paper on “ The advantages of feeder 
lines in economic railway operation 
and public services,” by Mr. O. H. 
Prosser. 

November 3 (7we.).—lInstitute of Trans- 
port, North. Western Section, at the 
Chartered Accountant’s Hall, Man- 
chester, at 6.15 p.m. Paper on * Some 


changes in transport in the 20th cen- 


tury,” by Mr. F. A. Costigan. 

November 3 (Tue.).—Institution of Civil 
Engineers, at Great George Street, 
London, S.W.1, at 5.30 p.m. Presiden- 
tial Address of Mr. Wilfrid P. Shep- 
herd-Baron. 

November 4 (Wed.).—Institute of Traffic 
Administration, London Centre, at the 


Kingsley Hotel, Southampton Street, 
London, W.C.2, at 7.15 p.m. Mr. 
Gerald Nabarro, M.P., and Mr. Ernest 


Davies, M.P., debate “ Can the present 
road and rail transport policy work.” 
November 4 (Wed.).—Permanent Way In- 


stitution, London Section, at the Por- 
chester Hall (Main Entrance), Por- 
chester Road, W.2, at 6.30 p.m. 
Illustrated paper on “How branch 
lines might be saved,” by Mr. R. 
Shephard. 

November 5 (Thu.).—Electric Railway 
Society, at Fred Tallant Hall, 153. 


Drummond Street, London, N.W.1, at 


7.15 p.m. Paper on “ Track circuits 
aid trafic flow,” by Mr. B. J. Prig- 
more. 

November 5 (Thu.).—lInstitute of Trans- 


port, Cardiff & Newport Graduate & 
Student Society, at the Railway Offices, 
Queen Street, Cardiff, at 7.30 p.m. 
Paper on Railway signalling,” by 
Mr. D. M. Turnbull. 

November 6 (Fri.) to November 9 (Mon.). 
—At Ashridge, Berkhamsted, Herts, in 


conjunction with the Institute of 
Transport. Course No. 66, “The 
changing face of transport.” Open- 


ing address by Mr. John Elliot, Presi- 
dent of the Institute of Transport. 

November 6 (Fri.).—The Railway Club, at 
57, Fetter Lane, London, E.C.4, at 7 
p.m. Paper on “The Didcot New- 
bury & Southampton Railway,” by 
Mr. T. B. Sands. 

November 6 (Fri.).—Institute of Transport, 
Middlesbrough Graduate & Student 


Society, at the Cleveland Scientific & 
Technical Institution, Middlesbrough, 
at 7 p.m. Paper on “ Economic fac- 


tors in passenger transport operation,” 
by Mr. W. C. Wilson. 

November 6 (Fri.).—Institute of Transport, 
Western Section, at the Docks Office. 
Bristol, at 1.15 p.m. Paper on “ Zonal 
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collection and _ delivery,’ by Mr. 
H. H. Starr, British Railways, Western 
Region. 
November 9 (Mon.). 
Administration, Birmingham 
at 7.15 p.m., at the 
Corporation Street. 
way operation. 
Novemover 9 (Mon.).—Historical Model 
Railway Society, at the headquarters 
of the Stephenson Locomotive Society, 


Traffic 
Centre, 

Crown Hotel, 
Address on rail- 


Institute of 


32, Russell Road, London, W.14. 
Talk on “Standard gauge G.W.R. 
locomotive practice, 1855-1885,” by 
Mr. H. M. Le Fleming. 


November 10 (Tue.).—Institute of Trans- 
port, Metropolitan Graduate & Student 


Society, at 80, Portland Place, London, 
W.1, at 6.15 p.m. Annual General 
Meeting, followed by paper “Diesel 
railcars—is there justification for their 
extensive use in Great Britain?” by 
Mr. B. V. Williams. 

November 11 (Wed.)—Railway Service 
Christian Union, in the London Mid- 
land Region Clerical Dining Halli, 
Cardington Street, Euston, N.W.1, at 


October 30, 1953 


6.15 p.m. Twenty-seventh Birthda, 

Meeting. + age Mr. Hugh Red- 

wood and Mr. J. Taylor ee 
November 11 (Wed.).—Stephenson Loc 


motive Society, at 32, Russell Road. 
Kensington, London, W.14, at 645 
p.m. Paper on “Railway  phoio- 
graphy,” illustrated by lantern slides. 
by Mr. C. R. L. Coles. 

November 12 (Thu.).—Public Transport 
Association, Annual Dinner at Gros- 


venor House, Park Lane, 
November 12 (Thu.). 
Western Region, 
Debating Society, 


London, W.}, 
British Railwa 
London Lecture & 
in the Headquarters 


Staff Dining Club, Bishop's Bric 
Road, Paddington, W.2, at 5.45 p.m. 
Paper on “Work of an engineering 
district,” illustrated by lantern slides 
by Mr. S. Stevens, District Engineer, 
Paddington. ‘ 


November 12 (Thu.).—Institute of Welding 
South London Branch, at 2 Savoy Hill. 
London, W.C.2, at 6.30 p.m. — Film 
meeting, including latest film on weld- 
ing of nickel alloys and the airomatic 
process. 


Railway Stock Market 


As was to be expected main attention 
in the City has centred on the United Steel 
issue, although markets generally have 
remained active and there were again 
numerous individual features among indus- 
trial shares. Gilt-edged stocks were firm, 
but quieter and are unlikely to appreciate 
while the United Steel lists are open, be- 
cause holders of a wide range of gilt-edged 
stocks can, if they wish, exchange into 
United Steel shares at the prices already 
announced. One reason for the firm under- 
tone in markets has been the view that a 
recession is unlikely in the United States 
for some while, because while international 
tension shows no signs of slackening, the 
U.S.A. is unlikely to relax its arms pro- 
gramme, work in connection with which 
has provided a great stimulus to her 
industries. 

The City is talking of prospects of a fur- 
ther reduction in the Bank rate to 3 per 
cent in due course, and believes there are 
reasonable prospects of the next Budget 
bringing a further cut in taxation. On the 
other hand it is realised that in view of the 
warning already given by Mr. Butler, and 
borne out by the latest balance of pay- 
ments figures, every effort must be made 
to expand export trade. Because of grow- 
ing competition both at home and abroad, 
it will be difficult to maintain earnings at 
last year’s levels. Nevertheless it is being 
assumed that a fair number of companies 
will be willing to pay slightly higher divi- 
dends because E.P.L. finishes at the end 
of this year. 

There was only 
played in foreign rails. 
about for Dorada ordinary stocks which 
strengthened further to 58. Manila Rail- 
way issues continued to attract speculative 
attention because they will be worth well 
over current prices when there is a settle- 
ment in regard to Manila Railroad bonds, 
which are the railway company’s only asset. 
The “A” debentures were 85 and the “B” 
debentures 74, while the preference shares 
were 9s. 3d. and the ls. ordinary shares 
changed hands around 4s. 6d. 

Firmness has been maintained in United 
of Havana issues with the 4 per cent “A” 
and “B” both at 924, the second income 
stock 364 and the consolidated stock 5%. 
Paraguay Central 6 per cent debentures 
marked 223 and Chilean Northern first 


moderate interest dis- 
Buyers were again 


mortgage debentures 304. Costa Rica 
ordinary stock was 114 and the 64 per cent 
first debentures 654. While Guayaquil & 
Quito first bonds were 40, International of 
Central America first mortgage bonds were 
quoted at 145. Among Indian stocks, Bars 
were 117. Elsewhere, Nyasaland Railways 
34 per cent debentures were 754. Among 
home stocks, Central London Guaranteed 
were 83 and Metropolitan Assented 46. 
Canadian Pacifics have been $441; the 
4 per cent preference remained firm at 
£69; and the 4 per cent debentures at £86. 
White Pass no par value shares were active 
but lower again at $26 and the convertible 
debentures fell to £934. San Paulo units 
were 5s. 9d. Nitrate Rails shares 21s. 3d. 
and Ta‘tal shares 14s. In other directions, 
Antofagasta ordinary was 8}, the preference 
stock 44 and 5 per cent debentures 74! 
Mexican Central “A” debentures were 81 
In road transport shares firmness was 
again the high-note. Southdown’ were 
32s., West Riding 37s., and Lancashire 
Transport 5ls., Devon General were 27s.., 
East Kent 26s. 3d. and Northern General 
28s. 9d. B.E.T. 5s. deferred units remained 
active around 34s. 3d. on further con- 
sideration of the higher interim dividend. 
There has been a little selling of engineer- 
ing shares to provide money to take up the 
new United Steel shares. Offered at 25s. 
the latter show a yield of £7 4s. per cent, 
which is regarded as generous even allow- 
ing for the political risk—the possibility 
of re-nationalisation threatened by _ the 
Labour Party. The prevailing view is that 
when dealings start next month there is 
likely to be a premium of at least Is. Tube 
Investments have been favoured around 
65s., on higher dividend talk. T. W. Ward 
at 78s. 9d. have remained steady on the 
past year’s results, while Guest Keen were 
better at 50s. 6d. though Vickers at 49s. 
and Cammell Laird 5s. shares at 12s. 6d. 
were both a little easier. Babcock & Wil 
cox have been steady at 68s. 3d. 
Locomotive building and kindred shares 
have been rather more active with Bever 
Peacock 32s., and Charles Roberts 5s. 
shares 17s. 3d. Birmingham Carriage were 
29s. 74d., Hurst Nelson 42s. and North 
British Locomotive 13s. 6d. G. D. Peters 
5s. shares were 20s., Vulcan Foundry 
23s. 6d., Gloucester Wagon 10s. shares 
15s. 6d. and Wagon Repairs 5s. shares 15s. 





